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STARRETT LEHIGH 


BUILDING 


Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-0297 


NM 








PRESTO! 


SAY THESE MAGIC WORDS— 


“SHIP BY 
RAILWAY 
EXPRESS © 


You can get your shipments out and have 
them handled haphazardly by miscellaneous 
trucking companies if you choose but if you 
want to make sure in advance that your 
shipments will be handled quickly and 
safely, specify Railway Express. 

This responsible nation-wide organization 
offers a super-swift service where speed and 
careful handling are paramount. There is 
no dilly-dallying anywhere. Shipments are 
whisked to their destinations at passenger 
train speed by the most direct routes and 
you receive concrete proof that they get 
there in the form of a delivery receipt. 

Shippers everywhere hail the speed and 
dependability of the Railway Express, both 
for faithful daily performance and for un- 


foreseen emergencies. 


SERVING THE NATION FOR 94 YEARS 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





A WISH FOR THE NEW YEAR 

HAT a splendid year for transportation it would 

be if, in 1934, Congress, basing its action on proper 
studies, would adopt a program under which all kinds of 
transport would be regulated fairly and equally with re- 
spect to each other and the public interest, the regula- 
tion to be administered by one body or by two or more 
properly coordinated bodies viewing the transportation 
picture as a whole, and providing also for just and equita- 
ble payment by transport agencies for the public prop- 
erty used by them—the trucks and busses for the high- 
ways and the inland waterway operators for the water- 
ways—with no government participation directly in the 
business and no form of subsidy to any transport agency. 
A wild dream? We do not think so—not if selfish- 
hess can be cast aside or overruled in the interest of 
right and sanity. It is not easy, to be sure, thus to over- 
come conflicting and selfish interests, but the difficulty is 
in overcoming them rather than in the matter of arriving 





abstractly at the correct principle and doing the actual 
work necessary to put it into effect. 

We are not overly hopeful that this will be done in 
1934, but we are exceedingly hopeful that it will be done 
with some approach to perfection some time in the next 
few years. Mr. Eastman, the Coordinator of Transporta- 
tion, whose chief duty now is to make recommendations 
looking toward a permanent solution of the transporta- 
tion tangle, has the first obligation; then comes the Com- 
mission, to which his recommendations are submitted; 
then the President, who will, doubtless, submit to Con- 
gress a program based on these findings; and, last, Con- 
gress itself, which must bear the final responsibility— 
and it is here, probably, that most of the trouble will 
come, for selfish interests and conflicting desires will get 
in their work. It will be interesting to see if the ideas of 
fair practice and brotherly love generally that are so 
much preached in advocacy of policies envisaged under 
the “new deal” in national law and administration will 
materialize into something that will be worth while in 
transportation. 

We are not unmindful of the fact that, even with a 
program of this sort that would be a hundred per cent 
perfect, the railroads, the “backbone” of transportation, 
may still find themselves in financial difficulties, for the 
business depression may not yet have been cured and it 
is not to be supposed that they would, under an abso- 
lutely fair plan, recover all the business they are now 
losing to those who compete unfairly with them, for, even 
when they pay their own way, the trucks and busses, it 
may well be supposed, will still have a valuable function 
to perform and be able to perform it better and at less 
cost than the railroads can do it; so also with other kinds 
of transport. But, with all kinds of transport on an 
equality with respect to each other as to competitive 
conditions, that situation could be remedied with an in- 
crease in rates—an increase that would affect not only 
the railroads but other kinds of transport permitted to 
operate at a differential under rail rates, because of less 
cost. The railroads, then, would not fear loss of busi-" 
ness to other kinds of transport because of the increase 
and other kinds of transport would occupy the same rela- 
tive position with respect to the rails that they did be- 
fore. The shipper might object, to be sure, but here again 
it would be interesting to watch the practical workings 
of the “new deal,” one of the cardinal principles of which 
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is higher commodity prices. If commodity prices are to 
be forced higher that our economic situation may be im- 
proved, why not also transportation prices, if that be 
necessary to insure prosperity for those engaged in the 
transportation business? 

Anyhow, whether or not our dream for 1934 comes 
true, it will be a most interesting year to watch for those 
concerned with transportation. 





TRAFFIC WORLD INDEX 


ITH the January 13 number of The Traffic World 

will be mailed to subscribers the index for the 
volume, July-December, 1933. It should be preserved and 
hound with the copies of the magazine, the value of this 
publication being not only in the current information it 
contains, but for reference purposes as time goes on. 

In this connection we venture to point out that, in 
spite of business depression, increased expense due to the 
operation of N. R. A., and the reduced income that re- 
sults to us as well as to nearly everybody else from these 
causes, the contents of this publication have fallen off 
in no respect, either as to quantity or quality. We still 
publish, as we always did, everything that our readers 
expect from us in the field of traffic and transportation 
development and we have not curtailed our output in 
the slightest degree. This, we may say with pardonable 
pride, is something these days that not many publica- 
tions can truthfully assert. 


MOTOR TRUCK REGULATION 

HERE has been considerable curiosity over the gy- 

rations of the motor truck transport industry re- 
cently in the matter of regulation. The American High- 
way Freight Association, one of the two organizations of 
truckers merged in the American Trucking Associations, 
Inc., declared with no equivocation for regulation of 
trucks in the same way that the railroads are regulated, 
and even prepared a bill for introduction in Congress for 
the purpose of carrying these ideas into effect. When the 
merger took place it was understood that there would be 
no change in policy in this respect. But the new organi- 
zation, under its president, Ted V. Rodgers, has become 
radically opposed to the old policies and, though it ad- 
mits in words that there should be equality in competi- 
tion with respect to regulation, it is opposing anything 
that would bring it about, and has even withdrawn from 
the Transportation Conference of 1933 on the ground that 
the conference is “railroad propaganda.” 

We understand that some of the common carrier 
truckers identified with the old organization are not 
pleased by the course that is being pursued and that there 
is an effort on foot to reorganize along the old lines, con- 
fining the new organization to common carrier operators. 
They say the present organization is being controlled and 
its policies dictated by the manufacturing interests—one 
of the things against which the old organization took a 
firm stand—that it is short-sighted in withdrawing from 
the Transportation Conference, that it is teying to substi- 
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tute a code for a permanent transportation policy, ay 
that the code under consideration does not properly safe 
guard the interests of the common carrier trucks. The 
wish to appear before the public as an organization stand 
ing for a fair and sound permanent transportation policy, 
based on equality of regulation—this not only becauy 
they still believe it is right but also because they do nq 
wish to be convicted before the public of going back « 
their word or not knowing what they were talking about, 

More power to them. The transportation probley 
must be solved by the truckers themselves, from thei 
own point of view, and not out of consideration for mann. 
facturers or dealers; it is a transportation problem anj 
nothing else. Moreover, it cannot be solved correctly ij 
those on the truck side of the fence do not admit that they 
should have no unfair advantage over their competitors 
and do not understand that a code, whatever may be its 
benefits or disadvantages, is a makeshift and has no place 
in a consideration of a permanent transportation pro 
gram. If the present truck organization is out only for 
what it can get for its members with no regard for prin. 
ciple, it may be successful for a time, but that succes 
cannot last and it will, at least, have no place in pub 
lic esteem, Bad faith and a wobbling policy are not con 
ducive to constructive activity. 


COMMISSION APPOINTMENTS 


The Trafic World Washington Bureai 


With Commissioner Brainerd’s term of office expiring De 
cember 31, there was speculation this week as to whether or 
not President Roosevelt would reappoint him after the first of the 
year. It was stated at the White House that the President had 
not made provision for filling the office immediately. Inquiry 
was made in that connection because, unless the President should 
make a recess appointment, there will be a vacancy on the 
Commission January 1. The Senate will not meet until Jan- 
uary 3. It is expected the President will send a nomination for 
the place to the Senate after it convenes. 

Friends of Commissioner Brainerd, who is a Republican, ap- 
peared confident this week that the commissioner’s chances for 
being reappointed were good. On the other hand, there was 
opinion that the commissioner would not be reappointed. Those 
holding the latter view believed that a Democrat would be ap- 
pointed. 

In some quarters, Commissioner Eastman, independent, was 
being counted as a Democrat. If he should be so classified for 
Commission appointment purposes, the President would have 
to appoint someone other than a Democrat to fill the vacancy 
that will be created by the expiration of Commissioner Brait- 
erd’s term, as there are now five Democrats and Commissione! 
Eastman on the Commission, the other five members being 
Republicans. Until former Commissioner Lewis’ term expired 
at the end of 1932, there were six Republicans, four Democrats 
and Eastman on the Commission. The law provides that not 
more than six members of the Commission shall be appointed 
from the same political party. 

Commissioner Eastman classifies himself as an independent. 
and not as a Democrat or a Republican. On that basis, witl 
five Democrats now on the Commission, the President could 
appoint a Democrat to succeed Mr. Brainerd, making six Demo 
crats, four Republicans and Eastman on the Commission. 


LEE MADE CHAIRMAN 


Pursuant to its policy the Commission has elected Com § 


missioner William E. Lee chairman, effective January 1, for the 
ensuing year. He succeeds Commissioner Patrick J. Farrell. 
The new chairman, said the Commission in announcing the elec 
tion, was appointed a member of the Commission by Presiden! 
Hoover in January, 1930, to fill the unexpired term of Johnston 
B. Campbell, who resigned. Commissioner Lee was later aP 
pointed to succeed himself. The new chairman was born 12 
North Carolina but for many years had lived in Idaho. At the 
time of his appointment he was Chief Justice of the Supreme 
Court of Idaho. 
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Current Topics in 
Washington 





Two ideas live among some of 
those who have been irritated by op- 
erations of the NRA. One is that there 
will be a political revolution. The other 
is that, when the revolution takes place, 
every vestige of the NRA scheme will 
be swept into the dust bin. 

Americans will cease to be Americans, it might be sub- 
mitted, if they abstain from ballot box revolutions in the future. 
While, before the war between the states, there was a long 
period that seemed to be free from such revolutions, after the 
four years of fratricidal strife there were plenty. 

But it may be suggested that, whether the Franklin Roose- 
velt policy lasts four or eight years, or even longer, disappear- 
ance of that policy from office holding will not be followed by 
the complete disappearance of the NRA idea. Self government 
of industry was a cherished idea before the NRA scheme was 
devised. Industries thought they could put it into practice 
under the Federal Trade Commission law, enacted in 1914. They 
enthusiastically formulated codes for their own government in 
the eight or nine years following 1919, in which year the 
thought began being applied with vigor. 

The Federal Trade Commission, however, would not go 
through with the idea as thoroughly as its advisers on the 
subject advocated. It cut the heart out of most of the codes 
presented by industries. Instead of approving codes that would 
have the effect of setting aside the harshest features of the 
anti-trust laws, it made what has been called a legalistic state- 
ment of the law on the subject of agreements, approved that 
statement, and called the approved article a code. That dis- 
appointed industrial leaders. 

The Roosevelt administration took up the self governing 
by code thought and produced the NRA. The idea of self-govern- 
ment of industry developed in the middle ages when the crafts- 
men had their guilds and the merchants had their hansas. They 
were organized primarily, not because governments had imposed 
anti-trust laws on them, but because government did not afford 
adequate protection. But when the guilds and hansas were 
organized, they were able to obtain protection, to a degree, from 
government. Failure of governments to afford adequate protec- 
tion resulted in the formation of the Hanseatic League. That 
body became a government, in many of its attributes, and car- 
ried on wars on its own account. Consciously or otherwise, it 
is believed, industry still holds the idea that it is part of the 
duty of government to protect industry by helping it enforce 
rules for its government made by itself. 

At present the hansa (employer) part of the NRA is inclined 
to think the guild (workers) part is disproportionately power- 
ful in the partnership. In fact, there is some thought that the 
guild part has annexed the government and is running the 
whole show with the American Federation of Labor demanding 
that the labor representatives on the code governing bodies 
be selected solely from its membership, and other things of that 
sort. However, it is believed that many of the leaders of indus- 
try think that, if organized labor is able to take charge of the 
government, there is the possibility that industrial leaders, at 
the ballot box, can do likewise, so that the government, instead 
of being an adjunct to organized labor, can be made almost, 
if not altogether, an adjunct to business. Under such a condi- 
tion, it is suggested, the NRA code idea could be used to make 
the anti-trust laws little, if any, restrictive of business. 


Self-Government By 
Industries Idea 
Will Survive 





The “money problem” discussion 

Who Knows created by President Roosevelt’s plans to 
the , manage the currency has got to the stage 
Real Meaning it reached late in 1896 when William Jen- 

of Money? nings Bryan made his unsuccessful fight 


; for the remonetization of silver at the 
historic ratio of 16 to 1. That thought is created by the fact 
that Prof. Irving Fisher, of Yale, has compiled a list of men 
Who, according to his view, understand “the real meaning of 
money,” 
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The list does not include the name of Dr. O. M. W. Sprague, 
the American who gave up a $25,000 a year job as adviser to 
the Bank of England to take a like position in the United States 
Treasury at about one-fourth of the salary, and then felt that 
he had to give it up because he was not in sympathy with Presi- 
dent Roosevelt’s monetary ideas. 

All of which reminds one of a scene enacted in the lobby 
of the old, obliterated, Shoreham Hotel in Washington when 
Representative Thomas W. Phillips, of Pennsylvania, a Repub- 
lican, who believed in gold and gold only, met Senator Stewart, 
of Nevada, who believed in 16 to 1 and 16 to 1 only, in the fall 
of 1896. The Pennsylvania representative, whose family name 
is continued in a petroleum business he founded, asked the 
man from Nevada a question about the theory of money. 

Stewart, who wore a broad-brimmed black felt hat, broad- 
cloth Prince Albert coat, and top boots under his broadcloth 
trousers, was in an ugly mood. Bryan had been defeated. 

“Oh, you’re so d ignorant,” snorted Stewart, continuing 
his walk, “that I haven’t got any time to waste on you.” 








It may be admitted that Virginia, 
through her conservation commis- 
sion, has done a good work in putting 
up signs so that he who flies past in 
an automobile may read the namés 
of the historic spots he is ignoring. 
But there is one thing to be said about that body; it has not 
enough respect for the spelling practiced by George Washington, 
the most illustrious of Virginians. 

What good, it might be asked, does a sign reading, “Dogue’”’ 
Run, do for the man who has been reading Washington’s. diary 
in which he is frequently telling about trips to Doeg’s Run, near 
which his recently restored grist mill is located? 

It is suspected that the good George took liberties with the 
name of the Frenchman which is attached to the stream that 
was so important to Washington. That suspicion is strengthened 
by the fact that the things the soldiers erected at Valley Forge 
to protect themselves from the weather were called “hutts” by 
the man who made life miserable for George Wettin, elector of 
Hanover and king of Great Britain, Ireland, etc. 

But, if a Franklin kaiser was able to get away with poor 
Latin grammar by asserting that he wds “super ‘grammaticam,’ ”’ 
certainly the much greater Washington, is entitled to have his 
way of spelling the name of the run on his estate perpetuated 
in his own state. It might be suggested that, if Virginia holds 
Alexander Murray, the Scotch philologist, in such great honor 
as to insist on spelling the name Dogue, the Washington way 
might be put on the sign boards in brackets to show that it was 
doing something to preserve some Washington spelling, even if 
it could not subscribe to Washington’s liberty with hut. 


Virginia Has Little 
Respect for 
Washington’s Spelling 





Instead of wasting printer’s ink in 
crimination and recrimination about re- 
pudiated or defaulted debts, the United 
States and European states might profit- 
ably arrange a clearing house for the 
matching of dishonored paper with an 
agreement entered into “in the name of Almighty God’”—the 
quoted language being the initial declaration of a good many 
treaties (some of which may not have been carried out), that 
those found to be owing a balance would undertake to pay the 
balance. The advisability of such a clearing house is suggested by 
the suit the principality of Monaco has brought against the 
state of Mississippi to recover principal and interest on defaulted 
bonds of that state. Establishment of such a clearing house might 
not result in an understanding; then, again, it might. 

What defense Mississippi may make is not disclosed, but a 
clearing house could make a preliminary examination and thus 
perhaps, enable the litigants to save some of the expense of 
court proceedings. 

Repudiation of debts is not an exclusively European disease. 
In the boom period preceding the depression of 1837 several 
states of the Union issued bonds for “public works,” including 
banks, which, it is alleged, have been repudiated. Monaco claims 
to hold such obligations of Mississippi issued between 1831 
and 1838, notably two issues, one of $2,000,000 and the other for 
$5,000,000 used to establish banks which, presumably, blew up. 

Other states are also accused of having set an evil example 
for France and other European countries, nearly a century ago. 
Mississippi is accused, not only of forgetting to pay, as France 
and other have done, but of having enacted a law forbidding 
the payment of the obligations. Such an act would be definite 
repudiation. Most European debtors, thus far, are merely de- 
faulters. Some Latin American countries are also in that class. 
They, however, have not suggested that what they owe should 
be forgotten or counted as a contribution to the preservation 
of civilization, 


Europe and America 
Might Exchange 
Repudiated Debts 
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Missouri county commissioners are the most shining ex- 
ample of government officers being compelled to honor the obli- 
gations the Missouri counties had issued in aid of public works. 
Henderson, once a senator from that state, got a judgment 
against the commissioners of specified counties and orders from 
federal courts requiring them to levy taxes for the payment of 
the dishonored paper. 

For years after the former senator had taken steps to make 
the county commissioners levy taxes, a man, aS soon as he was 
elected a county commissioner, took to the woods to avoid 
service of court orders on him requiring him to levy the 
necessary taxes or go to quail for contempt of court. But the 
court officers caught them. They could not afford to stay in 
jail, so Henderson became a very rich man, having bought the 
dishonored paper for the proverbial song. 

States, however, cannot be sued as can counties—hence, the 
Henderson method has not been open for use by the holders of 
defaulted state bonds. A sovereignty such as Monaco, the far 
famed bank of which, Monte Carlo, seems not able to keep the 
principality going, can sue another sovereignty, such as Mis- 
sissippi, in the courts of the United States. One state can sue 
another, get judgment, and repeat the Henderson operation.— 
A. E. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended December 16 
totaled 554,832 cars, according to the car service division of 
the American Railway Association. (See Traffic World, Dec. 
23.) This was an increase of 17,329 cars above the preceding 
week this year and marked the first time since 1919 that 
revenue freight loadings have shown an increase over the cor- 
responding preceding week instead of the usual seasonal de- 
cline at this period of the year. 

The total for the week of December 16 also was an in- 
crease of 39,063 cars compared with the same week in 1932, 
but it was a decrease of 26,338 cars compared with the corre- 
sponding week in 1931. 

Miscellaneous freight loading the week ended December 
16 totaled 191,964 cars, a decrease of 2,460 cars below the pre- 
ceding week, but 44,002 cars above the corresponding week in 
1932. It was, however, a decrease of 98 cars below the corre- 
sponding week in 1931. 

Loading of merchandise less than carload lot freight totaled 
159,413 cars, a decrease of 2,694 cars below the preceding week, 
314 cars below the corresponding week last year, and 32,511 
cars below the same week two years ago. 

Grain and grain products loading for the week totaled 
29,810 cars, an increase of 1,271 cars above the preceding 
week, 4,319 cars above the corresponding week last year, and 
1,398 cars above the same week in 1931. In the western dis- 
tricts alone, grain and grain products loading for the week 
ended December 16 totaled 19,743 cars, an increase of 4,005 cars 
above the same week last year. 

Forest products loading totaled 19,887 cars, a decrease of 
465 cars below the preceding week but 8,026 cars above the 
same week in 1932, and 1,736 cars above the same week in 
1931. 

Ore loading amounted to 3,369 cars, an increase of 805 cars 
above the preceding week, and 1,316 cars above the. corre- 
sponding week in 1932. It was, however, a decrease of 854 
cars below the same week in 1931. 

Coal loading amounted to 125,268 cars, an increase of 18,899 
cars above the preceding week, but 19,535 cars below the cor- 
responding week in 1932. It was, however, an increase of 
5,449 cars above the same week in 1931. 


Coke loading amounted to 7,651 cars, an increase of 1,386 
cars above the preceding week, 973 cars above the same week 
last year, and 2,205 cars above the same week two years ago. 

Live stock loading amounted to 17,470 cars, an increase of 
587 cars above the preceding week, and 276 cars above the 
same week last year. It was, however, a decrease of 3,663 cars 
below the same week two years ago. In the western districts 
alone, loading of live stock for the week ended December 16 
totaled 12,949 cars, a decrease of 241 cars compared with the 
same week last year. 

All districts reported increases for the week of December 
16, compared with the corresponding week in 1932, except the 
Pocahontas, which showed a small decrease, but all districts 
reported reductions compared with the corresponding week 
in 1931 except the Pocahontas. 

Revenue freight loading by districts the week ended De- 
cember 16 and for the corresponding period of last year was 
reported as follows: 


Eastern district: Grain and grain products, 4,848 and 4,829; live 
stock, 2,037 and 1,817; coal, 30,115 and 33,398; coke, 3,107 and 2,646; 
forest products, 1,466 and 906; ore, 417 and 278: merchandise, L. C, L, 
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42,340 and 42,041; miscellaneous, 42,056 and 35,330; total, 1933, 126,386. 
1932, 121,245; 1931, 128,516. : 


Allegheny district: Grain and grain products, 2,803 and 2,608; live 
stock, 1,488 and 1,333; coal, 31,532 and 29,505; coke, 2,574 and 1,906: 
forest products, 796 and 766; ore, 220 and 90; merchandise, L. C. L, 
30,824 and 32,490; miscellaneous, 35,819 and 27,949; total, 1933, 106,05¢: 
1932, 96,647; 1931, 115,298. ‘ 


Pocahontas district: Grain and grain products, 222 and 228; live 
stock, 111 and 76; coal, 27,664 and 31,369; coke, 424 and 183; forest 
products, 503 and 329; ore, 58 and 35; merchandise, L. C. L., 4,968 
and 4,716; miscellaneous, 4,365 and 3,365; total, 1933, 38,315; 1939 
40,301; 1931, 36,666. ; 

Southern district Grain and grain products, 2,194 and 2,088; live 
stock, 885 and 778; coal, 15,148 and 20,432; coke, 479 and 529; forest 
products, 6,576 and 4,052; ore, 729 and 193; merchandise, L. C. L., 27,742 
and 27,234; miscellaneous, 30,268 and 24,288; total, 1933, 84,021; 1932, 
79,594; 1931, 90,094. 


Northwestern district: Grain and grain products, 8,160 and 5,855; 
live stock, 4,563 and 5,419; coal, 7,918 and 9,732; coke, 819 and 1,065: 
forest products, 4,707 and 3,231; ore, 146 and 45; merchandise, L. C. 
L., 18,516 and 18,637; miscellaneous, 19,873 and 15,553; total, 1933, 64,702; 
1932, 59,537; 1931, 66,751. 


Central western district: Grain and grain products, 8,555 and 

6,765; live stock, 6,812 and 6,416; coal, 9,265 and 14,166; coke, 140 and 
146; forest products, 2,868 and 1,416: ore, 1,628 and 1,307; merchan- 
dise, L. C. L., 22,408 and 22,226; miscellaneous, 34,919 and 23,058; total, 
1933, 86,595; 1932, 75,500; 1931, 91,803. 
_ Southwestern district: Grain and grain products, 3,028 and 3,118; 
live stock, 1,574 and 1,355; coal, 3,626 and 6,201; coke, 108 and 203; 
forest products, 2,971 and 1,161; ore, 171 and 105; merchandise, L. C. 
L., 12,615 and 12,383; miscellaneous, 24,664 and 18,419; total, 1933, 
48,757; 1932, 42,945; 1931, 52,042. 

Total, all roads: Grain and grain products, 29,810 and 25,491; live 
stock, 17,470 and 17,194; coal, 125,268 and 144,803; coke, 7,651 and 
6,678; forest products, 19,887 and 11,861; ore, 3,369 and 2,053: mer- 
chandise, L. C. L., 159,413 and 159,727; miscellaneous, 191,964 and 
147,962; total, 1933, 554,832; 1932, 515,769; 1931, 581,170. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


193 1932 1931 

Four weeks in January .......ccec-e 1,910,496 2,266,771 2,873,211 
Four weeks in February ........... 1,957,981 2,243,221 2,834,119 
Four weens in Mareh ......cccccc< 1,841,202 2,280,837 2,936,928 
PIV WOGES I APT occcccccccccces 2,504,745 2,774,134 3,757,863 
POUr WEES I MAY ...sccescccccces 2,127,841 2,088,088 2,958,784 
POUr WRG BO CUMS 66s cicccvcecsse 2,265,379 1,966,488 2,991,950 
DIVO WOGES TE BUG cc ccccsccccccees 3,108,813 2,420,985 3,692,362 
Four weeks in August ............. 2,502,714 2,064,798 2,990,507 
Five weeks in September .......... 3,204,551 2,867,370 3,685,983 
Four weeks in October .......,.... 2,605,642 2,534,048 3,035,450 
Four weeks in November .......... 2,366,097 2,189,930 2,619,309 
Week ended December 2 ........... 495,425 547,095 636,366 
Week ended December 9 ........... 537,503 520,607 613,621 
Week ended December 16 ......... 554,832 515,769 581,170 

BEE sd8akecindensobiodeseecneee 27,983,221 27,280,141 36,207,623 


RAIL EMERGENCY BOARD REPORT 


The emergency board appointed by President Roosevelt 
November 23, under section 10 of the railway labor act, to in- 
vestigate and report on a dispute or questions in difference 
between the Southern Pacific Lines in Texas and Louisiana and 
employes who are members of the four main railroad brother- 
hoods, reported to the President its conclusion “that all sub- 
stantial causes for the threatened strike have been removed.” 
The report was made public at the White House December 28. 
The members of the board were Frank P. Douglass, chairman, 
and Luther W. Courtney and Walter P. Stacy. 

The board stated that an accumulation of alleged griev- 
ances, 108 in number, was incorporated in a strike ballot and 
submitted to the employes involved, who voted 97% per cent 
in favor of a strike unless a satisfactory settlement of the mat- 
Open 
sessions of the board were held up to and including the morning 
session of December 7, when it was suggested that an agree- 
ment on all of the cases listed on the strike ballot might be 
reached and further hearings obviated if the parties could go 
into executive session with a view to concluding some of their 
differences by direct negotiations and agreeing upon a satis- 
factory method of disposing of the balance, according to the 
report. This suggestion was followed and agreement was 
reached to settle most of the cases by direct negotiations or by 
arbitration. Three cases were left for hearing by the board. 
These related to transportation service for employes in the 
Houston terminal, copying of train orders over telephone by 
conductors and service status of a brakeman. 

As to the transportation service the board said that bus 
service had been substituted for a shuttle service and that so 
long as it was continued it would seem that the complaint of 
the employes rested more in apprehension than in substance. 
As to the copying of train orders, the board said it was of 
opinion that the conductors could well consent to the arrange- 
ment involved. As to the service status of the brakeman, it 
held that the brakeman was entitled to a hearing under Article 
29 of the brakemen’s agreement, 
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Decisions of Interstate Commerce Commission 





PIPE RATES AND REPARATION 


ITH Commissioner Aitchison disagreeing with his col- 

leagues on the use of the Sinclair Crude Oil and Magnolia 
Petroleum reparation rule, the Commission, by division 2, in 
No. 24487, Western Supply Co. et al. vs. A. T. & S. F. et al, 
sub-numbers thereunder from 1 to 28 inclusive, No. 22776, 
Prairie Pipe Line Co. vs. A. T. & S. F. et al.; No. 24187, Monarch 
Derrick Co. et al. vs. A. C. & Y. et al.; No. 24532, Peerless Tulsa 
Co. vs. B. & O. et al.; No. 24538, Hudson Wire & Iron Co. vs. 
I. C. et al. and No. 25065, J. S. Cosden, Inc., et al. vs. A. V. I. 
et al., has found unreasonable the rates on wrought iron and 
steel pipe and fittings, and connections, from points in Ohio, 
Pennsylvania, West Virginia and Tennessee to destinations in 
Oklahoma and awarded reparation. 

Following the precedent laid down in Prairie Pipe Line Co. 
vs. A. W., 132 I. C. C. 56, 146 I. C. C. 149 and 195 I. C. C. 486, 
the Commission found up until the time when rates on pipe and 
related commodities pursuant to the findings in the southwest- 
ern revision or I. and S. No. 3130, Southwestern Rates, the 
latter now pending, become effective, that the rates assailed, 
between points in Kansas, Oklahoma and Texas were and will 
be unreasonable to the extent they exceeded or may exceed 35 
and 38 per cent for the single-line and joint-line rates, respec- 
tively, of the southwestern scale first class rates and differ- 
entials, set forth in appendix 18 of the repcrt in the south- 
western revision, applied in the manner therein set forth, mini- 
mum 36,000 pounds, based on distances computed in accord- 
ance with a formula set forth in a marginal note to the report, 
intended to reflect the circuity-tolerance rule in Magnolia Pe- 
troleum Co. vs. C. R. I. & P., 151 I. C. C. 795, as modified in the 
latest report in the Prairie Case, 195 I. C. C. 486. 

Following the Sinclair Crude Oil Case, 168 I. C. C. 449 and 
181 I. C. C. 252, the Commission further found that the rates 
assailed from points in Ohio, Pennsylvania, West Virginia and 
Tennessee to points in Oklahoma were unreasonable to the 
extent they exceeded or exceed 35 per cent of the first class 
rates hereinbefore mentioned but computed in the manner pro- 
vided in still another marginal note pertaining to circuity 
tolerance found in 168 I. C. C. 449. 

The rates were alleged to be unreasonable, unduly prejudi- 
cial, in violation of section 4 and in some instances in violation of 
section 6. Reparation was sought on shipments moving on and 
after January 1, 1928, to the basis of column 32.5 rates approved 
for application on pipe and related commodities within the 
southwest, now suspended in I. and S. No. 3130. In view of the 
fact that that proceeding was now pending, the Commission 
said findings for the future would not be made. 

Commissioner Aitchison said he concurred generally in this 
report but not with the use of the involved reparation rate 
formulas which had their origin in the Sinclair and Magnolia 
cases, in which he said he dissented. 


RAIL WAREHOUSE PRACTICES 


Holding over them implied threats of prosecutions under the 
Elkins anti-rebate act, the Commission, in Ex Parte No. 104, 
practices of carriers affecting operating revenues and expenses, 
part VI, warehousing and storage of property by carriers at the 
port of New York, N. Y., has admonished carriers at that and 
other ports to take prompt corrective action. 

“This action,” added the Commission, “should not be con- 
strued to mean that in the meantime we shall not institute pro- 
ceedings under the Elkins act.” 

Speaking of practices “clearly prohibited by section 2,” the 
Commission said that those practices also led to violations of 
section 6 (7) of the interstate commerce act. 

“The evidence of record also affords reasonable ground for 
the belief that the carriers have violated and are violating the 
provisions of the Elkins act,” the Commission added. 

The admonition and implication that prosecutions under the 
Elkins act might be expected are based upon a finding “that the 
respondents’ warehousing and storage practices, the charges as- 
sessed, and allowances made in connection therewith at the port 
of New York district dissipate their funds and revenues, are not 
in conformity with efficient and economical management as con- 
templated by the interstate commerce act, and are not in the 
public interest.” The admonition to take corrective action and 
the warning against construing that action to mean that Elkins 
act prosecutitons would not be instituted while the corrective ac- 





tion was being taken, followed the formal findings that the prac- 
tices were not in conformity with the ideal of efficient and eco- 
nomical management set up in the regulatory statute. 

For the present, the Commission’s report said, the investiga- 
tion would not be extended to other ports, as requested in a mo- 
tion filed while the proceeding was being carried on. A pending 
motion to that effect was denied. 

“All carriers subject to the act are hereby admonished,” said 
the Commission in connection with its announcement of the de- 
nial of the motion, “that their practices and charges should be 
adjusted in conformity with the principles announced in this re- 
port. Failure of the carriers so to adjust their practices and 
charges should be deemed sufficient reason for the institution of 
further investigation in conformity with the pending motion.” 

Dissipation of funds and revenues constituting the founda- 
tion for the finding of inefficient and economical management is 
illustrated by an appendix showing that seven of the respondents 
in the proceedings had expended more than $36,000,000 in con- 
nection with the warehouse projects considered in the proceed- 
ing. Another appendix shows the loss incurred thereon in 1931 
was more than $1,260,441. Still another appendix shows a loss 
by the ton of freight stored in transit ranging from $1.28 to 
$6.18. These losses, the Commission said, were added to by 
losses incurred on freight stored on railroad piers, and in cars, 
on insurance premiums, and from loans and advances. Private 
warehouse interests, which intervened in the proceeding and 
offered testimony in criticism of the practice of the railroads, 
estimated the total annual losses to be $3,152,119.63. 

The proceeding is an investigation initiated by the Commis- 
sion on its own motion into and concerning practices of carriers 
which affected operating revenues or expenses. For convenience 
the investigation was divided into different parts. This part con- 
cerned the practice of railroads in the warehousing and storage 
of property at points in the port of New York district. 

While the proceeding was an investigation by the Commis- 
sion on its own motion, in some aspects it was an adversary 
proceeding by commercial warehousemen, who claimed that the 
railroads in their practices had gone into competition with them 
and had not confined themselves to the storage of goods incident 
to their transportation. The Commission said the practice of 
the railroads was initially brought to its attention by complaints 
of warehouse operators in New York district that warehouses 
owned or controlled by the carriers, or in which they had finan- 
cial interests, were being operated in a manner which precluded 
the complaining warehouses from obtaining much, if any, of the 
business; that the complaining warehouses were losing much of 
their business to carrier or carrier-affiliated warehouses, and that 
they could no longer meet the competition of such warehouses. 
Prior and subsequent to the institution of this part of the in- 
vestigation the Commission’s Bureau of Inquiry made investi- 
gations, the results of which were placed in evidence at the 
hearing by its witnesses. The Baltimore & Ohio, Brooklyn 
Eastern District Terminal, Bush Terminal Co., Central of New 
Jersey, Delaware, Lackawanna & Western, Erie, Hoboken 
Manufacturers’ Railroad, Jay Street Terminal, Lehigh Valley, 
Long Island, New York Central, New York Connecting Railroad, 
New York Dock Railway, New York, New Haven & Hartford, 
New York, Ontario & Western, Pennsylvania, Staten Island 
Rapid Transit Railway, and the West Shore Railroad, were in- 
formed prior to the hearing of the scope of the proceeding and 
were told to furnish information upon ten points, covering the 
whole subject of warehousing or storage afforded or performed 
on or in the lands, piers, buildings, structures, cars and other 
facilities and equipment owned, leased, used, held, or con- 
trolled directly or indirectly by the respondents, investments, 
loans, rents, storage in transit, rules and privileges, rules, 
rates, charges and practices, involved in the warehousing and 
storage, and all other practices involved in storage and ware- 
housing. 

In its summary and conclusions the Commission said that some 
of the complaining warehouse interests contended that the trunk 
lines had not been authorized in their charter to perform ware- 
housing and storage and that they were engaging in unauthor- 
ized and unlawful commercial warehousing and storage. The 
warehousemen contended that that was a trade activity not 
embraced in’ common carrier duties. They urged, said the 
Commission, that it should, by order, bar the carriers from di- 
rectly or indirectly engaging in commercial warehousing and 
storage in competition with private warehouse companies. 
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In answer to that contention the Commission said it had 
been unable to find any provisions of the statutes conferring 
jurisdiction on it to require a railroad to cease engaging in a 
business or activity not within its duty as a common carrier. 
It added that if such power existed it must rest with the courts 
or with public bodies other than itself. That view, it added, 
however, was confined to the bare question of authority to deal 
with activities, as such, which were not within and did not 
affect the railroad’s duty as a common carrier. 

A different situation was presented, said the Commission, 
where the performance of such service was so related to the per- 
formance of common-carrier duties and of such character as to 
create a violation of the interstate commerce act, because it 
was established that in such circumstances the Commission was 
vested with ample authority. 

The Commission said that much of the warehousing or stor- 
age service under consideration and the handling necessary in 
connection therewith was not storage incidental to transporta- 
tion but commercial storage. The motive of the carriers in en- 
gaging in the commercial business, the Commission added, was 
to induce shippers to use their rail facilities and thereby in- 
crease the volume of traffic over their respective lines. It 
pointed out that the lower the aggregate charges for transpor- 
tation storage or warehousing service, the greater the induce- 
ment. Those engaged solely in the warehousing business, it 
added, must depend entirely on that business for revenue and 
profit. 


“The rail carriers directly or through dominated and con- 
trolled subsidiaries,” says the report, “seek out the larger ship- 
pers and offer them lower rates for warehousing services and 
warehouse space than the private warehousemen. It appears 
of little concern to the railroads that the charges for the ware- 
housing services and space furnished are not compensatory, 
because they expect to recoup any losses through the revenue 
derived from rail transportation.” 


The conflict of interest, the Commission said, was not con- 
fined to rail carriers and private warehousemen, but concerned 
also the rail carriers as between themselves. The record, it 
added, plainly showed the struggle between the different rail 
carriers for supremacy in the matter of inducements without 
due regard for expenditures and profitableness of the business. 
The conflict of interest, the report said, applied also as between 
larger shippers controlling sufficient traffic to enable them to 
use the carrier-controlled warehousing facilities at noncompen- 
satory rates and smaller shippers who must pay the tariff rates 
for rail transportation and of necessity use the private ware- 
housing facilities at higher rates than were charged by the 
carrier-controlled warehouses. It should be borne in mind, 
further declared the Commission, that certain carrier-controlled 
warehousing facilities were not available to the general public 
but only to selected concerns controlling large volumes of traffic. 
The tariffs provided, it said, that arrangements for storage 
space for westbound shipments in or on railroad piers or ware- 
houses must be made in advance with respondents, or with out- 
side warehouses if stored therein. 


“We cannot sustain the view that freight rates and storage 
or warehousing charges are not to be considered together be- 
cause the warehousing services are in some instances con- 
ducted by separate corporations or companies,” says the report. 
“The record clearly shows that the interests of the carriers in 
those corporations or companies extend to complete and active 
domination and control. The substance and not the mere form 
of the relations should govern.” 


In addition to furnishing warehouse services the rail car- 
riers or their subsidiaries, the report said, also rented space 
in stations, piers, or warehouse buildings to certain shippers for 
various purposes, and the rental exacted was not only below 
the prevailing rates but was noncompensatory. 

The Commission said that some of the carriers loaded and 
unloaded carload traffic or made allowances to cover the cost 
of such loading and unloading for certain shippers, under tariffs 
or exceptions to the classification, contrary to the general prac- 
tice and to the provisions of the consolidated freight classi- 
fication. 


“When carriers by their tariffs extend their service beyond 
their legal obligation as common carriers, as, for example, be- 
yond a delivery equivalent to team track delivery,” says the 
report, “we have ordinarily found that such extra service must 
be paid for by the shipper in order to avoid preference and 
prejudice.” 

After calling attention to the low rates of insurance made 
by the railroads on goods stored in their warehouses, the Com- 
mission said it was obvious that the according of noncompen- 
satory warehousing charges and rental to some shippers and 
not to all was equivalent to a deduction from the charges for 
transportation to some shippers and not to others for like and 
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contemporaneous service. That, the report said, was Clearly 
prohibited by section 2 of the act. 

“It seems unnecessary,” says the report, in concluding dis. 
cussion of the subject, “to dwell at length upon the development 
and results of the situation here presented. The evidence clearly 
shows that the carriers themselves are fully aware of the 
situation. Whether or not initial advantages may have been 
realized at one time or another, by individual carriers, the 
result is that a preferred’ group of large shippers are now the 
sole beneficiaries, and are so at the expense of the carriers and 
the general shipping public.” 

“Seldom, if ever, has the Commission expressed such sweep. 
ing condemnation of practices,” said John J. Hickey, counsel 


for the Warehousemen’s Protective Committee and other ware. 


house interests in commenting on the Commission’s decision in 
Ex Parte No. 104, part VI, warehousing and storage of property 
by carriers at the port of New York, N. Y. Continuing, after a 
review of the report, he said: 


The Commission is entitled to the strongest commendation. It 
has, after exhaustive investigation and analysis, unraveled complex 
facts and outlineq the solution of the problem in a concise and under- 
standable manner. The Commission’s conclusions undoubtedly will 
be followed by the courts in the future and the chaos that has at- 
tended commercial warehousing during the past ten years will yield 
to law and order. The outcome will be beneficial to the railroads, the 
complaining warehouse companies and the public. 


HOCH-SMITH SALT 


The revision of rates on salt throughout the country ‘not 
later than April 1 required by the Commission in its report in 
No. 17000, part 13, Hoch-Smith salt and cases joined with it, 
opinion No. 19170, 197 I. C. C. 115-214 (see Traffic World, Dec. 
23), is expected to add $1,000,000 a year to the revenues of the 
carriers. If that expectation is realized the railroads will be 
only $500,000 a year behind the revenues they received from 
salt traffic prior to decisions that came into full effect on May 
23, 1925. That date was the effective day of the seaieieanaeie 
order in Salt Cases of 1923, 92 I. C. C. 388. 

The revision required in that case was the climax of re- 
visions requiring others, among which were Eastern Salt Cases, 
122 I. C. C. 21; Salt Between Western and Southwestern Points, 
120 I. C. C. 90, 128 I. C. C. 481, and 144 I. C. C. 428; Mississippi 
Railroad Commission vs. A. & V., 102 I. C. C. 540, and 120 
I, C. C. 569; Hudson & Thompson vs. N. I. & N. R. R. Co. 
136 I. C. C. 485; Jackson Traffic Bureau vs. A. & V., 136 I. C. C. 
299; Ruggles & Rademaker vs. A. C. & Y., 156 I. C. C. 749, 
and 159 I. C. C. 126; and Colonial Salt Co. vs. Chicago & Erie, 
157 I. C. C. 67. Those cases, it was estimated in this report, 
resulted in a reduction of the revenues of the carriers amount- 
ing to $1,500,000. The revision required under the Hoch-Smith 
decision, as before stated, is expected to bring an increase of 
$1,000,000 in carrier revenues. Calculations upon which these 
— rest were made on the basis of results in test periods in 

“These computations,” says the Commission’s report written 
by Commissioner Meyer, “indicate that the prescribed rates will 
increase the revenues of the carriers as a whole approximately 
$1,000,000 annually. Unquestionably this figure will be reduced 
to a considerable extent because of the fact that some of the 
salt that now moves in large packages could move in bulk and 
undoubtedly will under the dual basis of rates prescribed; that 
in an adjustment embracing the whole country there will be, 
without doubt, some diversion of tonnage from and to the 
respective producing fields; and that various competitive in- 
fluences will also make it impossible for respondents in all 
cases to charge the maximum basis of rates prescribed. The 
increases will be mainly confined to traffic within and to official 
territory, the southwest and zone I of western trunk line ter- 
ritory.” 

In official territory the increase is estimated at $300,000, 
which the Commission said may be contrasted with the reduc- 
tion in revenue of $957,662 a year as a result of the 1923 cases 
and Eastern Salt Cases. 

As to southern territory, the Commission estimated that 
the rates prescribed to that territory would decrease the car- 
rier’s revenue approximately $40,000 a year. In these computa- 
tions, the Commission pointed out, however, nothing had been 
added for hauls in southern Florida or over short weak lines. 

Southwestern territory railroads are expected to receive 
an increase of $300,000. The Commission said that that esti- 
mate was considerably less than the estimated reduction of 
$15,000 caused by the decision in the Southwestern Salt Case. 

Western trunk line territory is expected to receive an in- 
crease of approximately $442,000 a year. That increase, the 
Commission said, would be approximately 21 per cent as con- 
trasted with a reduction of 11 per cent as a result of the 1923 
case on traffic from Kansas to northern Missouri, Iowa, Ne- 
braska, South Dakota, and Minnesota. It should be remembered, 
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however, it added, that the rates in effect from Kansas to 
northern Missouri and Iowa prior to the 1923 case were de- 
pressed and highly competitive. 

The test, the Commission said, indicated that the prescribed 
rates would increase the revenues of the Mountain-Pacific ter- 
ritory approximately $50,000 a year or about 4.5 per cent. But, 
it added, it was doubtful if there would be any actual increase 
for the reason that many of the present rates were influenced 
by higher competitive conditions and probably could not be 
increased to the basis here prescribed in this case. 

In the cases joined with it the Commission said the only 
issues raised that were different from those in the general 
investigation were whether certain rates had been unlawful in 
the past and whether certain complainants were entitled to 
reparation. It said that only such of the complaints that 
raised additional issues had been considered. Reparation was 
denied in the complaint cases in which there had been a hear- 
ing with respect to the reasonableness of the rates in the past 
except in a number of cases in which reparation orders previ- 
ously entered had been complied with. In those cases the 
Commission did not retract its prior findings and awards. 

The general basis of rates prescribed is 17.5 per cent of 
the first class rates on salt in bulk in official and western 
trunk line territories, and 22.5 per cent on salt in packages. In 
southern and southwestern territories the basis is 16 per cent 
of first class rates on salt in bulk and 20 per cent on salt in 
packages. The basis in Mountain-Pacific territory is approxi- 
mately 10 per cent higher than in zone 3 of western trunk 
line territory. The minima are 80,000 pounds on salt in bulk 
not in excess of the market capacity of the cars and 45,000 
pounds on package salt. These general bases, however, are 
modified by exceptions and limitations shown in the findings 
which follow: . 


We find that for the future maximum reasonable rates on common 
salt (sodium chloride), in carloads, will be: 

1. Between points in official territory, 17.5 per cent of the present 
first-class rates from and to the same points on bulk salt, and 22.5 
per cent of said first-class rates on package salt and mixed carloads 
of bulk and package salt; ; : - 

2. Between points in southern territory and from points in offi- 
cial territory to points in southern territory, 16 per cent of the present 
first-class rates from and to the same points on bulk salt, and 20 
per cent of said first-class rates on package salt and mixed carloads 
of bulk and package salt, except (a) that from producing points in 
New York State such rates will be 16 and 29 per cent, respectively, 
of constructive first-class rates determined in accordance with find- 
ings 17-b, 17-d, and 17-f in the third supplemental report in South- 
ern Class Rate Investigation, 128 I. C. C. 567, and except (b) that 
to destinations in Florida south of the line of the Seaboard Air Line 
extending from Jacksonville to River Junction such rates will be 
16 and 20 per cent, of the first-clss rates to which the arbitraries 
set forth in appendix L-2 of said third supplemental report in South- 
ern Class Rate Investigation have not been added, plus the distance 
arbitraries set forth in appendix 4 hereof for the portion of the haul 
south of the aforesaid line of the Seaboard Air Line; 

- 3. From points in southwestern territory and Kansas to points 
in southern territory, 16 per cent on bulk salt, and 20 per cent on 
package salt and mixed carloads of bulk and package salt, of the 
scale of first-class rates set forth in appendix K-2 of the second 
supplemental report in southern Class Rate Investigation, 113 I. C. C. 
200, plus the distance arbitraries set forth in appendix 4 hereof for 
the portion of the hauls in southwestern and western trunk-line 
territories, except (a) that to destinations in Florida south of the 
aforesaid line of the Seaboard Air Line such rates will be 16 and 20 
per cent, respectively, of said appendix K-2, scale of first-class rates, 
plus the distance arbitraries set forth in appendices 4 and 5 hereof, 
and except (b) that over routes made up in whole or in part of any of 
the short or weak lines shown in appendix 3 hereof, other than those 
that are under common control or management with some standard 
carrier, or of the Mississippi Central, Gulf, Mobile & Northern, or 
Columbus & Greenville, such rates will be 16 and 20 per cent of 
first-class rates constructed by adding to said appendix K-2 scale of 
first-class rates the distance arbitraries set forth in appendix 4 hereof 
and also the distance arbitraries set forth in the aforesaid appendix 
L-2 of the third supplemental report in Southern Class Rate Investi- 
gation, for that part of the hauls that are over said short or weak 
lines or the Mississippi Central, Gulf, Mobile & Northern, or Columbus 
& Greenville. 

_ 4. Between points in southwestern territory and from points in 
Kansas and Central Freight Association and Illinois territories to 
points in southwestern territory, 16 per cent of the present first-class 
rates from and to the same points on bulk salt, and 20 per cent of said 
first-class rates on package salt and mixed carloads of bulk and pack- 
age salt, subject, however, to the rates found reasonable from points 
in southwestern territory to points in western trunk-line territory 
aS maximum from points in the southwest to intermediate destina- 
tions in the southwest; 

_ 5. Between points in western trunk-line territory and from 
points in central freight association, Illinois, and southwestern ter- 
ritories to points in western trunk-line territory, 17.5 per cent of the 
present first-class rates from and to the same points on bulk salt, 
and 22.5 per cent of said first-class rates on package salt and mixed 
carloads of bulk and package salt, except that from producing points 
in Kansas and from producing points in southwestern territory 
to destinations in zone I and extended zone C as described in West- 
ern Trunk Line Class Rates, 164 I. C. C. 1, such rates will be 17.5 and 
22.5 per cent, respectively, of the zone I scale of first-class rates set 
forth in appendix H of said Western Trunk Line Class Rates, sub- 
ject, however, to the rates found reasonable to zone I as maximum 
from Kansas to intermediate points in zone II; 

_.6. From points in Utah to destinations in Colorado, Wyoming, 
Nebraska, and South Dakota located in zone III of western trunk- 
line territory, 17.5 per cent of the zone III scale of first-class rates 
Set forth in appendix H of Western Trunk Line Class Rates on bulk 
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salt, and 22.5 per cent of said zone III scale of first-class rates on 
package salt and mixed carloads of bulk and package salt; 

From producing points in Kansas and southwestern territory 
to points in central freight association and Illinois territories, 17.5 
per cent of the aforesaid zone I scale of first-class rates on bulk salt, 
and 22.5 per cent of said zone I scale of first-class rates on package 
salt and mixed carloads of bulk and package salt; 

8. Between points in mountain-Pacific territory and from points 
in western trunk line and southwestern territories to points in 
mountain-Pacific territory, 20 per cent of the aforesaid zone III scale 
of first-class rates on bulk salt, and 25 per cent of said zone III scale 
of first-class rates on package salt and mixed carloads of bulk and 
package salt, subject, however, to the rates found reasonable from 
Utah to zone III of western trunk line territory as maximum at 
intermediate points in mountain-Pacific territory, except that to 
narrow-gage points on the Denver & Rio Grande Western and Rio 
Grande Southern such rates will be combinations of the rates found 
reasonable to the junctions of the standard-gage and narrow-gage 
lines and the class C distance rates prescribed in Arizona Corpora- 
tion Commission vs. A. E. R. R. Co., 113 I. C. C. 52, and 142 I. C. C. 61, 
for the distances over the narrow-gage lines, and except further that 
the rates from the Kansas producing points to Cheyenne, Wyo., 
should not exceed the rates herein found reasonable from Saltair and 
Burmester, Utah, to Cheyenne. 

We further find that the present rates on common salt (sodium 
chloride), in carloads, are, and for the future will be unreasonable 
to the extent that they exceed or may exceed the rates herein found 
reasonable as maximum for the future. 

We further find that the rates here in issue in Nos. 16133, 20657, 
20926, 21749, 22457, 18482, 17117, 17032, 20809, 22794, 22435 and Sub. No. 
1, 21180, 20844 and Sub. No. 1, 22326, 23023, 20829, 19541, 20937 and 
Sub. No. 1, 22599, 24385, 16834, 17968, 21019 and Sub. No. 1, 21649 and 
Sub. No. 1, 22118 and Sub. Nos. 1, 2 and 3, 22877 and Sub. No. 1, 23031 
and Sub. Nos. 1, 2 ang 3, 22348, 22278 and Sub. Nos. 1, 2 and 3, 23419, 
22663 and Sub. No. 1, 21375 and 21962 and Sub. Nos. 1 and 2 were not 
unreasonable. 

The findings in the prior report in No. 22462 that there is no 
competent testimony by qualified witnesses as to the payment of 
the freight charges, and that accordingly reparation therein should 
be denied, are affirmed. 

As referred to herein, southwestern territory includes that portion 
of southern Missouri not includeqd in zone I in the Western Trunk 
Line Class Rates Case; western trunk line territory includes zones 
I, II and III and extended zone C as defined in the Western Trunk 
Line Class Rates Case; and mountain-Pacific territory includes all 
territory west of the western boundary of zone III of western trunk 
line territory, and New Mexico and all territory west thereof. 

The rates herein found reasonable on bulk salt should apply only 
on salt shipped loose in bulk, ang the rates herein found reasonable 
on package salt and mixed carloads of bulk and package salt should 
apply where the salt, or any of it, is shipped in packages or con- 
tainers of any kind or description, or in the form of machine-pressed 
or fused blocks. The rates on bulk salt should be subject to a mini- 
mum weight of 80,000 pounds, but not to exceed the marked ca- 
pacity of the car, and the rates on package salt and mixed carloads 
of bulk and package salt should be subject to a minimum weight of 
45,000 pounds. 

In applying the rates in those instances in which the rates herein 
found reasonable are not fixed percentages of the existing first-class 
rates, distances should be computed over the shortest routes over 
which carload traffic can be moved without transfer of lading. 

The producing points may be grouped as outlined in this report 
and rates established from each producing point in each group 
based on the average of the first-class rates in those instances in 
which the rates found reasonable are specific percentages of the exist- 
ing first-class rates, and based on the average of the distances, com- 
puted as indicated above, from all producing points in the group in 
those instances in which the rates found reasonable are not specific 
percentages of existing first-class rates. 

In those instances in which the rate found reasonable are not 
specific percentages of the existing first-class rates, destinations may 
be grouped in the same manner as under the existing class rates. 

The rates herein found reasonable need be established only over 
the shortest routes now participating in the traffic. 

Upon the filing of appropriate applications by respondents, tem- 
porary fourth-section relief will be granted to aid respondents in the 
establishment of the rates herein found reasonable. 

All outstanding orders, in so far as they are inconsistent with 
the findings herein, are hereby modified to the extent necessary to 
enable the establishment of the rates herein found reasonable. 


Chairman Farrell concurred in the result. Commissioner 
Lee, concurring generally, said he did not wish to be under- 
stood as approving the report in toto. That, he said, was par- 
ticularly true with respect to the relative level of rates pre- 
scribed for the southwest, for western trunk line territory and 
also with respect to the prescription of a percentage of the 
zone III western trunk line scale of rates for application in 
Mountain-Pacific territory. He said that if the class rate ad- 
justment heretofore prescribed for Mountain-Pacific territory 
was not proper for application therein appropriate provisions 
thereof should be made. 

Other cases joined with the general proceeding are: No. 
20877, rates on salt to and between points in southern terri- 
tory; No. 16133, Jackson Traffic Bureau et al. vs. A. & V. et al.; 
No. 17117, Hudson & Thompson et al. vs. N. I. & N.; No. 17032, 
Florence Chamber of Commerce vs. A. & V. et al.; No. 20657, 
Jackson Traffic Bureau vs. A. & V. et al.; No. 20809, Birming- 
ham Traffic Association vs. S. P. et al.; No. 20829, Chattanooga 
Manufacturers’ Association vs. S. P. et al.; No. 20844, American 
Grocery Co. et al. vs. A. G. S. et al., and a sub-number, King- 
man & Everett et al. vs. Same; No. 20926, Cherokee Mills et al. 
vs. L. & N. et al.; No. 21749, Ohio Salt Co. vs. A. C. & Y. et al.; 
No. 22326, Southern Grocery Co. et al vs. A. G. S. et al.; No. 
22457, Knoxville Freight Bureau et al. vs. Southern et al.; No. 
22435, T. E. Moody vs. A. G. S. et al., and a sub-number, B. B. S. 
Grocery Co. vs. Same; No. 22794, A M. Taylor, Trading as 
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Birmingham Hide & Tallow Co., vs. C. of Ga. et al.; I. and S. 
No. 2414, salt between western and southwestern points; I. and 
S. No. 2450, salt in Texas and between Shreveport, La., group 
points and Texas; No. 16834, John Morrell & Co. vs. U. P. et al.; 
No. 17011, American Salt Co. et al. vs. A. & S. et al.; No. 17070, 
Armour & Co. et al. vs. A. T. & S. F. et al.; No. 17218, Wilson 
& Co., Inc., of Oklahoma vs. C. R. I. & P. et al.; No. 17347, 


Tulsa Traffic Association et al. vs. A. T. & S. F. et al.; No. 
17428, Oklahoma Traffic Association et al. vs. A. V. I. et al.; 
No. 17579 and a sub-number, Ruggles & Rademaker vs. A. C. 
& Y. et al.; No. 17968, American Salt Co. et al. vs. A. C. & Y. 
et al.; No. 20462, Colonial Salt Co. et al. vs. C. & E. et al.; 
I. and S. No. 2976, salt from St. Louis, Mo., and related points 
in Texas; No. 21019 and a sub-number, J. A. Forsythe et al. 
vs. A. T. & S. F.; No. 15848 and two sub-numbers, Mississippi 
Railroad Commission et al. vs. A. & V. etal.; No. 15618, Jackson 
Traffic Bureau vs. A. & V. et al.; No. 16447, Meridian Traffic 
Bureau et al. vs. A. & V. et al.; No. 19541, Albright-England 
Co. et al. vs. A. G. S. et al.; No. 20937 and a sub-number, Amer- 
ican Company of Arkansas et al. vs. A. T. & S. F. et al.; No. 
21180, Buckley-Young Co. vs. A. G. S. et al.; No. 21375, Amer- 
ican Salt Corporation et al. vs. A. T. & S. F. et al.; No. 21649 
and a sub-number, Barnett Lumber Co. et al. vs. A. V. I. et al.; 
No. 21962 and two sub-numbers, Farmers Supply Co. et al. vs. 
M. P. et al.; No. 22348, L. B. Albright & Co. vs. A. T. & S. F. et 
al.; No. 22599, Young Mercantile Co. et al. vs. C. R. I. & P. 
et al.; No. 22663 and a sub-number, The Refinite Co. vs. C. B. 
& Q. et al.; No. 22118 and three sub-numbers, Arctic Ice Cream 
Co. et al. vs. A. V. I. et al.; No. 22278 and three sub-numbers, 
Outlaw Trading Post, Inc., et al. vs. A. T. & S. F. et al.; No. 
23023, Blakely Wholesale Co. et al. vs. A. G. S. et al.; No. 22877 
and a sub-number, Cambridge Lumber Co. et al. vs. A. V. I. 
et al.; No. 23031 and three sub-numbers, Farmers Co-Operative 
Association et al. vs. A. V. I. et al.; No. 18482, Jackson Traffic 
Bureau vs. A. & V. et al.; No. 23419, M. N. Baldwin Co. et al. 
vs. A. T. & S. F. et al.; No. 19988, Meridian Traffic Bureau 
vs. G. M. & N. et al.; No. 24373 and two sub-numbers, Darlings 
Cash Store et al. vs. A. T. & S. F. et al.; No. 24648, Chambers 
& McConnell et al. vs. C. B. & Q. et al.; No. 24221, Ridemour- 
Baker Mercantile Co. vs. A. T. & S. F. et al.; and No. 24385, 
Bond-Sargent Co. et al. vs. A. T. & S. F. et al. 


LIVESTOCK TRANSIT 


The Commission, in No. 25123, St. Louis Livestock Exchange 
vs. Alton et al., and cases joined with it, has found defendant’s 
maintenance of less favorable transit arrangements on livestock 
at Kansas City and St. Joseph, Mo., Omaha, Nebraska, Sioux 
City, Iowa, Sioux Falls, S. D., St. Paul, Minn., Chicago, IIl., 
Wichita, Kansas, and Ft. Worth, Texas, than at Denver, Colo., 
Ogden and Salt Lake City, Utah, not to result in undue preju- 
dice to the first mentioned group of points nor in undue pref- 
erence of the latter group. A further finding is that carriers’ 
maintenance of less favorable transit arrangements on livestock 
at the before mentioned group of points, excluding Denver, 
Ogden, and Salt Lake City, than at country market points is 
unduly prejudicial. Carriers are expected to remove the undue 
prejudice. but no order has been issued. 


Rates on stocker and feeder livestock from western points 
to Wichita the same as apply on livestock fit for slaughter have 
been found not unreasonable or otherwise unlawful. 

Carrier rules prohibiting, in the west, except at certain 
points, diversion and reconsignment at through rates where 
livestock changes ownership at public markets are found not 
unreasonable. Rates on livestock moving through the Chicago 
stock yards are found not unreasonable or unduly discrimina- 
tory. Rates on packing house products, fresh meats, and other 
products of livestock from Denver and Missouri River points to 
destinations east of the Illinois-Indiana state line are found not 
unduly prejudicial to western packers. 

Six commissioners make or concur in separate views on 
the cases. 


TRANSIT ON OILS 


The Commission, in No. 24890, transit on vegetable oils in 
Southern Territory, has settled a controversy between the car- 
riers and shippers of vegetable oils by deciding that the vegetable 
oils used for shortening are lard substitutes and are not entitled 
to the transit bases of rates under tariffs that contain a restric- 
tion as to lard substitutes. Shipments of these commodities 
from designated transit points in Southern and Official terri- 
tories were found entitled to transit bases of rates under tariffs 
permitting solidification in transit when the containers of the 
commodities were labeled to show the kind of vegetable oil 
shipped, but were not entitled to the transit bases under tariffs 
that restricted the application of those bases to commodities 
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other than lard substitutes. The proceeding, which was initiate 
by the Commission, has been discontinued. 


COMMISSION REPORTS 


Wooden Ten Pins 

No. 25801, Brunswick Lumber Co. vs. Lake Superior ¢ 
Ishpeming et al. By division 2. Rates charged, wooden ten 
pins, carloads, Big Bay, Mich., to Philadelphia, Pa., and other 
eastern cities, inapplicable. Combination of commodity rates, 
14.5 cents from Big Bay to Marquette, applicable on bowlnig 
pins, plus a commodity rate of 59.5 cents beyond, applicable on 
wooden pins, found applicable on the shipments. Reparation 
awarded. A combination of a commodity rate of 30.5 cents 
on bowling pins to Manistique and the fifth class rate of 54.5 
cents beyond was collected on shipments on and after February 
9, 1930, to December 3, 1931, after which a rate of 88.5 cents, 
similarly constructed, was applied. Commissioner Tate, dis- 
senting, said that this was a question, getting common with the 
Commission, as to whether it should give greater weight to 
the rule of construction that a specific takes precedence over 
a generic, or the other rule of construction that a commodity 
rate takes precedence over a class rate. He said that the use 
of the words, “bowling pins,” was like the shot of a rifle. The use 
of the term “wooden pins,” under the generic title “wooden 
ware,” was like the scattering shot of a shotgun. The classi- 
fication, providing for class rates, uses the term “bowling 
pins” under the general classification of ‘athletic, gymnastic 
and sporting goods.” The term “wooden pins” is found under 
the term “wooden ware.” Commissioner Tate said he doubted 
whether the Commission would ever find a more clear case for 
the application of the principle of construction that the specific 
took precedence over the generic description. 


Iron Pipe, Etc. 


No. 25634, American Paving Corporation vs. C. B. & Q. et al. 
By the Commission. Rate, mixed carload, wrought-iron pipe, 
novo pump, fresnoes, and plow, Brady Island, Neb., to Coburg, 
Ia., not unreasonable, Rate, carload, wrought-iron pipe, Brady 
Island to Coburg, unreasonable to the extent it exceeded 44 
cents. Reparation of $154.72 awarded. Chairman Farrell con- 
curred in part and Commissioner Miller concurred in the chair- 
man’s expression, 

Broomcorn 


No. 25629, Ingle Brothers’ Broomcorn-Grain and Supply Co. 
vs. M. P. et al. By division 3. Dismissed. Rates, broomcorn, 
Mattoon and Charleston, IIl., to North Kansas City and Kansas 
City, Mo., not unreasonable. 


Hay 


No. 19222, Wichita Chamber of Commerce et al. vs. A. & S. 
et al. By the Commission. Upon reconsideration rates, hay, 
points in southeastern Kansas to Fort Worth, Tex., between Jan- 
uary 23, 1925, and January 31, 1927, both inclusive, found unrea- 
sonable to the extent that they exceeded a rate of 40 cents 
established February 1, 1927. Reparation awarded. Original 
report in this case contained in Hay Rates Within Western 
District, 195 I. C. C. 461. 


Los Angeles Switching 


No. 24434, Wilmington Chamber of Commerce et al. vs. 
A. T. & S. F. et al. By division 4. Dismissed. Complainants 
sought the extension of the switching limits of Los Angeles 
Harbor, Calif., so as to include that part of the Wilmington sec- 
tion of the harbor district which, generally speaking, was north 
of Anaheim Street and south of Reyes Street. The Commission 
found interstate rates from and to points in the Los Angeles 
Harbor district north of Anaheim Street not unreasonable or 
unduly prejudicial. Switching limits of the Wilmington switch- 
ing zone of the Los Angeles Harbor were found not unreason- 
able or unduly prejudicial. Train service, interstate traffic from 
and to points in the Los Angeles Harbor district north of 
Anaheim Street, were found not unreasonable or unduly 
prejudicial, 

Fresh Vegetables 


No. 25053, James G. McCarrick Co. vs. Railway Express 
Agency, Inc., et al. By division 2. Dismissed. Rates, fresh 
vegetables, points in Texas to Piers 27, 28 and 29 of the Penn- 
sylvania Railroad Co. at New York, N. Y., not unreasonable or 
otherwise unlawful. 


Petroleum Products 


No. 25542, Frederick Co-Operative Oil Co. vs. A. T. & S. F. 
et al., No. 25585, August Beyer, trading as Beyer Oil Co. et al. 
vs, A. V. I, and two sub numbers, East Side Oil Co. vs. Same, 
and Archie Conklin et al. vs. Same. By division 3. Dismissed. 
In No. 25542, following Brownell Corporation vs. A. T. & S. F., 
192 I. C. C. 89, rates, petroleum products, in tank cars, various 
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points in Kansas, Missouri, and Oklahoma to Frederick, S. D., 
not unreasonable in the past but unduly prejudicial, In the 
Brownell case, which is used as a precedent in this case, the 
Commission found rates unduly prejudicial for the future in 
comparison with designated key-point rates. Reparation denied. 
In No. 25585, and the two sub numbers, on the authority of 
Farmers Grain Dealers Association vs. A. T. & S. F., 192 I. C. C. 
539, rates, petroleum products, origins in the midcontinent field 
to destinations in Iowa found not unreasonable or unduly 
prejudicial. 
Common Brick 

No. 25437, Borden Brick & Tile Co, vs. A. C. L. et al. By 
division 3. Rates, common brick, Goldsboro, N. C., to destina- 
tions in Virginia except those on the Norfolk Southern unrea- 
sonable to the extent they exceeded or may exceed rates deter- 
mined by application of the distance scale prescribed on common 
prick in the Southern Brick Case, 88 I. C. C. 543, for the period 
prior to June 21, 1929, and by application of the same scale as 
modified in the report on further hearing in that case, 155 
lL Cc. C. 730, on and after that date, minimum, marked capacity 
of the car used, but not less than 60,000 pounds, subject to the 
provisos therein set forth. Reparation awarded. New rates to 
be effective not later than March 29. 


PROPOSED REPORTS 


Flaxseed Reparation 


No. 20194, Fredonia Linseed Oil Works Co. vs. A. T. & 
Ss. F. et al. By Examiner Alfred G. Hagerty. Upon further hear- 
ing, and the representations made there and elsewhere upon 
record, to the effect that the order of reparation entered Febru- 
ary 8, 1932, included shipments not within the findings, and 
excluded part of the reparation due on some shipments within 
the findings, and it further appearing the amount of reparation 
awarded may be erroneous in other particulars, the examiner 
proposes that the reparation order heretofore entered be vacated, 
leaving the parties in a position to comply with Rule V in rela- 
tion only to shipments, flaxseed, destined to Fredonia, Kan. In 
the prior report, 147 I. C. C. 799, the Commission, by division 3, 
held the rates, flaxseed, to be unreasonable within the statutory 
period, the complaint having been filed October 7, 1927. The 
complainant under that finding returned certified statements 
specifying in detail its claim for $23,218.42. 


Horses and Mules 


No, 25710, J. W. Patterson et al. vs. A. G. S. et al.; No. 25767, 
R. H. Cargile vs. G. C. & S. F., and sub-numbers thereunder, 
Cargile & Co. vs. G. C. & S. F.; Same vs. Same; S. P. Pool vs. 
Same; Rueben Holbein vs. I. C. et al.; V. D. Tyson vs. G. C. & 
S. F. et al.; Tyson & Palmer vs. Same; Tyson & Morris Co. 
vs. I. C. et al.; and J. T. Morris vs. G. C. & S. F. et al.; No. 25538, 
Marvin Owen vs. B. S. L. & W. et al., a sub-number, M. R. Adams 
vs. Same; No. 25779, W. A. Potts vs. C. of Ga.; No. 25780, E. E. 
Blanton vs. I. C. et al.; No. 25964, Sutherland Bros. vs. G. H. 
& S. A. et al.; and No. 25768, Zack T. Miller vs. A. T. & S. F. 
et al. By Examiner J. J. Williams. Rates, horses and mules, 
points in Indiana, Iowa, Missouri, Texas, Oklahoma, Kansas, 
Nebraska and Colorado to destinations in Alabama, Mississippi, 
Louisiana, South Carolina and Georgia, unreasonable for the 
future to the extent they may exceed rates subject to a minimum 
of 23,000 pounds made 115 per cent of the scale prescribed on 
fat cattle in Livestock-Western District Rates, 176 I. C. C. 1 
and 190 I. C. C. 611, as the case may be, or the fourth class rates 
prescribed in the eastern class rate revision, as the case may 
be, for the distances to the east-bank Mississippi or south-bank 
Ohio River crossings plus the scale approved on horses and 
mules in Livestock-Southern Territory Rates, 171 I. C. C. 721, 
from the east-bank or south-bank river crossings applied in the 
manner approved in that report. Shipments which the shipper 
does not direct shall be moved into market stockyards at the 
river @rossings subject to proportional rates, except in 
central territory, arrived at by deducting from the western 
rates 4 cents, but no rate to be thus reduced below 17 cents, 
and from the southern rates 4 cents, but no rate is thus to be 
reduced below 16 cents. Reparation denied. 


No. 25678, E. B. Lindley vs. G. C. & S. F. et al. By Examiner 
J. G. Cooper. Claims for reparation, bananas, Galveston, Tex., 
to Sulphur Springs, Tex., not shown to be within the jurisdic- 
tion of the Commission. Rate, bananas, New Orleans, La., to 
Sulphur Springs, Tex., proposed to be found unreasonable to the 
extent it exceeded 77 cents. Seventy-four shipments recovered 
by the complaint filed October 29, 1932. Reparation of $1,459.18 


proposed. 
Powdered Skim Milk 
No. 26016, Twin City Milk Producers Association vs. B. & M. 
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et al., and a sub-number, Same vs. C. M. St. P. & P. et al. By 
Examiner Herbert P. Haley. Dismissal of No. 26016, proposed 
on a finding that the rate on one carload, powdered skim milk, 
in bags, Minneapolis, Minn., to Worcester, Mass., was not unrea- 
sonable or otherwise unlawful. Rate charged, 59.5 cents, carload, 
skim milk powder, in barrels, Farmington, Minn., to Buffalo, 
N. Y., proposed to be found unreasonable to the extent it ex- 
ceeded 52 cents. Reparation of $27.47 proposed. 


Potatoes 


No. 26075, Carolina Shippers’ Association, Inc., et al. vs. 
S. A. L. et al. By Examiner John Davey. Rate, potatoes, North 
Hartford, N. Y., to Raleigh, N. C., unreasonable to the extent 
it exceeded 54 cents. Reparation $64.80 proposed. Shipment 
was made in October, 1931. 


Tank Material Reparation 


No. 19798, Chicago Bridge & Iron Works vs. A. T. & S. F. 
et al. By Examiner C. J. Peterson. On further hearing amounts 
of reparation due under findings in 168 I. C. C. 449, determined, 
on shipments iron and steel tank material, knocked down, in 
straight or mixed carloads, since June 13, 1925, from points 
located within the Chicago rate group to destinations in Kansas, 
Oklahoma and Texas. In this report the examiner said the 
Commission should find that the complainant made shipments 
on rates found unreasonable in Sinclair Crude Oil Co. vs. A. T. 
& S. F., 168 I. C. C. 449, as modified in the supplemental report, 
181 I. C. C, 252. The largest amount of reparation recommended 
was $6,684.77 from the C. R. I. & P. 


Seeds 

No. 25980, Idaho Grimm Alfalfa Seed Growers’ Association 
vs. A. & R. et al., a sub number, H. L. Hammond et al, vs. 
Same, and No. 25946, Northwest Seed Co. vs. O. S. L. et al. 
By Examiner H. W. Archer. Dismissal proposed. Rates, alfalfa 
seed and red and alsike clover seed, points in Idaho and Utah 
to destinations throughout the northern section of the United 
States including also California, and timothy seeds from Salt 
Lake City, Utah, and Boise and Arling, Ida., to Seattle, Wash., 
not unreasonable. . 
Soya Beans 


No. 26022, Crabbs Reynolds Taylor Co. vs. N. Y. C. et al. By 
Examiner L. B. Dunn. Dismissal proposed. Rate sought to be 
collected, soya beans, carloads, Monticello, Ill., with transit at 
Crawfordsville, Ind., to New York, N. Y., for export, not unrea- 
sonable or otherwise unlawful. 


Lumber 


No. 25978, Northern Sash & Door Co. vs. M. St. P. & S. S. M. 
et al. By Examiner John Davey. Dismissal proposed. Examiner 
said the Commission should find that the applicable rate on a 
mixed carload of sash, set up and knocked down and doors to 
eastern trunk line and New England territories from points in 
Washington, Oregon and Idaho to Hawkins, Wis., milled in 
transit, and shipped out in mixed carloads, is that provided in the 
rate tariff on the mixed carload and that to Chicago on a carload 
of the same mixed commodities each articles takes its own car- 
load rate, the deficiency, if any, to be made up at the lowest 
rated articles in the shipment. He said that any outstanding 
overcharges should be refunded. 


Wood Charcoal 

No. 26058, Cleveland-Cliffs Iron Co. vs. D. S. S. & A. et al. 
By Examiner John J. Crowley. Rates, wood charcoal, Marquette, 
Mich., to destinations in Massachusetts, Connecticut, New York 
and New Jersey, unreasonable and unduly prejudicial to the 
extent they exceeded the rate established, April 5, 1928. Repara- 
tion proposed. Examiner said the present rates were lower 
than the basis of reparation recommended and that no order 
for the future was necessary. Shipments were made between 
November 1, 1927, and April 4, 1928. 


Crushed Marble or Chips 


No. 25787, Tulsa Terrazzo & Mosaic Co. vs. C. R. I. & P. 
et al. By Examiner Carl A. Schlager. Dismissal proposed. 
Rate charged, one carload, crushed marble or marble chips also 
known as terrazzo material, Springfield, O., to Tulsa, Okla., pro- 
posed to be found inapplicable. Applicable rate, the examiner 
said, was a joint class E rate of 41 cents resulting in an under- 
charge of $3.37. Applicable rate not unreasonable, Rate, one 
carload, same commodity, Tulsa to Springfield, not unreasonable. 


Rice 


No. 26069, Louisiana State Rice Milling Co., Inc., vs. T. & 
N. O. et al. By Examiner E, L. Valentine. Dismissal proposed. 
Charges collected, rice, Abbeville, La., to Los Angeles, Calif., 
stopped at Jennings, La., to complete loading, proposed to be 
found applicable. Shipment was made in March, 1931. Com- 
plaint proposed to be found to be barred by the statute as to the 
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allegations under sections 1, 2 and 3 of the interstate commerce 
act. 
Cellulose Film Sheets 

No. 25700, Pollock Paper & Box Co. vs. B. & O. et al. By 
Examiner C. J. Peterson. Dismissal proposed. Rail-and-water 
rate charged, cellulose film sheets, carloads, Fredericksburg, 
Va., to Dallas, Tex., proposed to be found applicable and not 
unreasonable. 

Wheat and Flour 


No. 25944, Ryon Grain Co. vs. D. T. & I. et al. By Examiner 
L. B. Dunn. Dismissal proposed. Rates charged, wheat, Gerald, 
O., to Detroit, Mich.; wheat, Detroit to Loudonville, O.; and 
flour, Detroit to Bangor, Me., and Pocomoke, Md., with milling in 
transit at Loudonville, proposed to be found applicable. Com- 
plainant contended that joint rates should apply, relying, the 
examiner said, upon the unrestricted routing and the fact that 
the added distance, due to the out-of-line and back haul, was 
only 8.5 and 13 per cent to Bangor and Pocomoke, respectively. 
The examiner said the fact that there was here no undue circuity 
was irrelevant in view of the finding of the Commission in Gwin, 
White & Prince vs. G. N., 147 I. C. C. 575, that a joint through 
rate from and to certain points which was not restricted as to 
routing would not apply where there had been a back haul, 
although all the carriers participating in the movement were 
parties to the tariff. 

ARIZONA EASTERN ABANDONMENTS 

The Commission, by division 4, in Finance No. 10079, 
Arizona Eastern Railroad Co. et al. abandonment, has author- 
ized the Arizona Eastern as the owner and the Southern Pacific 
as the operator, to abandon parts of the Mesa and Casaba 
branches of the Arizona Eastern in Maricopa county, Ariz., 
having a combined distance of about eleven miles. Some of 
the segments marked for abandonment have been out of oper- 
ation since as long ago as 1907. A segment of the Casaba branch 
still in operation, the Commission said, could not be eontinued 
in operation, except at a substantial loss. 





G. C. & S. F. ABANDONMENT 


The Gulf, Colorado & Santa Fe Railway Company, in Finance 
No. 10051, has been authorized by’ the Commission, division 4, 
to abandon its so-called Saratoga branch extending from Bragg 
to Saratoga, approximately 9.17 miles, all in Hardin county, 
Tex. The Chamber of Commerce and citizens of Saratoga pro- 
tested against abandonment. The Commission found that the 
branch could not continue to be operated without imposing an 
undue burden on the applicant and on interstate commerce. It 
said while some inconvenience would result to those at Sara- 
toga depending on the line for inbound carload traffic, the prin- 
cipal outbound commodity, forest products, could be trucked to 
other lines of railroad with little or no additional inconvenience. 
It said the testimony was that practically all the supplies for 
the stores at Saratoga were brought in by truck. The average 
loading on the branch in the period 1928-1932, inclusive, was less 
than three-quarters of a carload a day. 





C.-N. S. ABANDONMENT 

The Commission, by division 4, in Finance No. 10094, Cin- 
cinnati-Nashville Southern Railway Co. et al. abandonment, has 
authorized the Cincinnati-Nashville Southern to abandon its line 
extending from Algood to Livingston, a distance of 17 miles in 
Tennessee; and operation by the Tennessee, Kentucky & North- 
ern under trackage rights over a line of the Tennessee Central 
at Algood, a distance of about 2 miles. The applicants said that 
for all years since 1924, with the exception of 1929, constant 
and heavy losses had resulted from operation; that the amount 
of available freight traffic was insufficient to produce the rev- 
enue required even to pay the severely curtailed cost of trans- 
portation; that a hard-surfaced highway paralleled the entire 
line and attracted a considerable part of the traffic produced; 
and that the lessee’s aggregate losses from operating in the 
eight years ended December 31, 1932, amounted to $48,083, ex- 
hausting all surplus and credit. The certificate of abandon- 
ment provides that within the period of 30 days the Cincinnati-- 
Nashville Southern shall sell its railroad to any responsible 
person, firm or corporation desiring to purchase it for continued 
operation at a price not less than its fair net salvage value. 
That condition was imposed at the request of counsel for pro- 
testants, who were the Tennessee commission, the city of Liv- 
ingston, several counties, a number of shippers and others. 


ST. L.S. F. PROPOSED ABANDONMENT. 
Examiner M. S. Jameson, in Finance No. 9854, St. Louis- 
San Francisco Railway Co. and trustees’ proposed abandonment, 
has recommended that division 4 permit the abandonment by 
the applicant and its trustees of a line known as the Stanley 
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branch, extending from near Olathe to Stanley, Kan., a dis. 
tance of 8.4 miles. The branch originally formed part of a 
project undertaken in the early seventies to construct a rail. 
road between Lawrence, Kan., and Pleasantville, Mo. The Frisco 
began operating under a lease in 1924 and acquired the prop. 
erty four years later. The branch is in a run down condition, 
The examiner said that considering the large outlay for repairs 
necessary and the absence of evidence to show that future 
traffic would be sufficient to cover operating expenses, it was 
clear that continued operation of the line could not be justified, 


MILWAUKEE ABANDONMENT 


Abandonment by the Chicago, Milwaukee, St. Paul & Pacific 
Railroad Company of 35.5 miles of its line extending from Mid- 
land Junction to a point approximately 1,600 feet east of the 
applicant’s depot at Zumbro Falls, all in Wabasha county, Minn., 
has been authorized by the Commission, division 4, in Finance 
No. 9731, Chicago, Milwaukee, St. Paul & Pacific abandonment. 

While there is a substantial trucking movement in the terri- 
tory when the highways are passable, according to the report, the 
highways are sometimes blocked by snow for weeks at a time 
in the winter months and in the spring or fall heavy trucks 
and sometimes cars of a lighter type cut through the gravel 
surfaces of the roads. Protestants against abandonment pointed 
to these conditions. In its conclusions the Commission said: 


In the opinion of witnesses for the protestants the villages on the 
line could not be served throughout the year by trucks under pres- 
ent conditions; in the absence of railroad service the farmers’ trade 
would go to other towns; the depreciation in property values at 
Theilman would be about 70 per cent, at Millville, 65 per cent, at 
Hammond 50 per cent, and eventually 100 per cent; and the value of 
farmlands in the tributary area would be depreciated about 50 per 
cent. 

Residents and property owners will doubtless sustain some loss 
and inconvenience from the abandonment sought, but it is clear 
from the record that neither the present nor prospective volume of 
traffic is sufficient to warrant the operation of the line, and that 
continued operation thereof would impose an undue burden upon 
interstate commerce. 


c. G. W. PROPOSED ABANDONMENT 


Examiner R. R. Molster, in Finance No. 9036, Chicago Great 
Western Railroad Co. abandonment and operation, has _ rec- 
ommended that division 4 permit abandonment by the applicant 
of that part of its line from Altura to Rollingstone, Minn., a 
distance of a little less than 9 miles. In a prior report in this 
case, 187 I. C. C. 253, the Commission authorized the applicant 
to abandon operation over the segment of track mentioned on 
condition that Altura, Bethany and Rollingstone, Minn., would 
continue to have service over tracks of the C. & N. W., C. B. & 
Q., and Winona Bridge Railway Co. in lieu of main line opera- 
tion over the Chicago Great Western’s railroad between Utica 
and Winona via Altura and Rollingstone. Originally the appli- 
cant intended to retain the segment in question in place, for 
rehabilitation in the event operation over the rails of the other 
carriers should for any reason be prevented. Molster said that 
the Chicago Great Western was now persuaded that that safe- 
guard was unnecessary. The carrier drew conclusion from the 
decision of the Supreme Court of the United States in Transit 
Commission vs. U. S., 289 U. S. 121, that it could not be ousted 
from its trackage right without express authorization from the 
Commission. The examiner said that upon condition that the 
applicant continued to adhere to the understanding with re- 
spect to service and rates, stated in the previous report, divi- 
sion 4 should make the findings necessary to permit the aban- 
donment. 





UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10167, authorizing the acquisi- 
tion by the Southern Pacific Railroad Company of control of the 
Tucson & Nogales Railroad Company, by purchase of capital stock, 
approved. 

Report and certificate in F. D. No. 10184, permitting th® Kausi 
Railway Company to abandon (a) its entire railroad in Kauai County, 
Territory of Hawaii, and (b) operation under trackage rights over 
a line of railroad in said county, approved. 

Report and order in F. D. No. 10210, authorizing- the Ohio & 
Morenci Railroad Company to issue not exceeding 288 shares of capi- 
tal stock without par value, to be delivered to the Joseph Schonthal 
—eaty in payment for a line of railroad and other property, ap- 
proved. 

Report and certificate in F. D. No. 10199, permitting (a) the 
Cheat Haven & Bruceton Railroad Company to abandon a branch line 
of railroad in Monongahela County, W. Va., and (b) the Baltimore 
& Ohio Railroad Company to abandon operation thereof, approved. 

Report and certificate in F; D. No. 10109, authorizing the Ohio 
& Morenci Railroad Company to acquire and operate a line of rail- 
road in Lucas and Fulton Counties, Ohio, and Lenawee County, Mich., 
formerly owned and operated by the Toledo & Western Railway 
Company, approved. 


FINANCE APPLICATIONS 


Finance No. 10283. International-Great Northern Railroad Co., 
and L. W. Baldwin and Guy A. Thompson, trustees, ask authority 
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» abandon 5.25 miles of line extending from Calvert Junction to 
‘ylvert, Tex., in Robertson county. 
“Finance No. 9483. New York, New Haven & Hartford Railroad 
ro. ask modification of order of July 8, 1932, authorizing pledging of 
25,516,000 of first and refunding mortgage 6 per cent gold bonds, 
gries of 1932, so as to extend the time for pledging from June 30, 1934, 
June 30, 1936. 
* Finance No. 10284. Wisconsin Central Railway Co. and A. E. 
Wallace, receiver, ask authority to abandon 5.06 miles of railway 
fom Abbotsford to Curtiss, in Clark county, Wis. 

Finance No. 10285. Pere Marquette Railway Co. asks authority to 
abandon 6.19 miles of branch line from Elmdale to Freeport, Mich. 

Finance No. 10286. Mississippi Central Railroad Co. asks authority 
to issue $100,000 in unsecured note or notes to the United States Lum- 
pr Co., bearing 6 per cent interest, due December 26, 1934, to en- 
able applicant to pay interest maturing January 1, 1934, on $4,100,000 
of first mortgage 5 per cent gold bonds guaranteed by United States 
Lumber Co. 














LOANS TO RAILROADS 


Allotments totaling $27,534,000 for loans “that will create 
18,400,000 man-hours of additional employment for the forces of 
six railroads in 1934 and at least twice as much indirect and 
industrial employment distributed over many states,” were an- 
nounced Dec. 28 by Public Works Administrator Harold L. Ickes. 

“The greater part of this money will be spent during the 
first six months of 1934, and all of it will have been spent by the 
end of the year, thus giving immediate impetus to the drive for 
revival of the heavy industries, and the desired capital goods 
production,” said the P. W. A. 

“Including the allotment announced today, the Public Works 
Administration has allotted $210,342,000 for loans to railroads. 
Practically all of it will be spent before the end of the year 1934. 
In addition to many millions of man-hours of additional employ- 
ment for railroad employes, these allotments will provide at 
least twice as much indirect and industrial employment in the 
mines, mills and forests, and in the transportation of raw and 
fabricated materials.” 

The allotments follow: 


The Southern Pacific was allotted $12,000,000 to be used for pur- 
chasing and laying 40,000 tons of rail and fastenings and 1,820,000 
cross ties, repairing bridges and culverts and reconditioning locomo- 
tives and cars. 

This allotment will create 10,160,000 man-hours of direct employ- 
ment, spread over nine states, for the forces of the Southern Pacific 
during the year 1934, it is estimated. 

Work will commence at once and be completed before January 
1, 1935. It will be done in Louisiana, Texas, New Mexico, Arizona, 
California, Nevada, Utah, Oregon and Washington. At least twice 
as much indirect and industrial employment, much of it east of the 
Mississippi River, will be created by production of the rail and rail 
fastenings, ties, and all the other material that will be used by 
— Pacific employes on the company’s right of way and in its 
shops. 

INinois Central 


The Illinois Central was allotted $9,300,000 to be used for laying 
new rail, repairing bridges and reconditioning equipment. Approxi- 
mately 4,500,000 man-hours of direct employment for employes of 
the Illinois Central will be created by this allotment. 

Among the work creating items in today’s allotment to the IJIlli- 
nois Central are approximately $6,526,000 for repairing freight-train 
cars; $1,000,000 for repairing passenger-train cars; and $1,037,000 for 
rebuilding the Big Clifty viaduct at Big Clifty, Kentucky, and re- 
building the approaches to the Cairo Bridge over the Ohio River on 
both the Kentucky and Illinois sides of the river. 

Most of the work on repairing equipment will be done in Illinois, 
while the rail will be laid in Louisiana, Mississippi, Tennessee, Ken- 
tucky, Illinois and Iowa. 

The work to be done by the Illinois Central will commence im- 
mediately and be practically completed by July 1. 


Baltimore and Ohio 


The Baltimore & Ohio was allotted $4,230,000 to be used for lay- 
ing 35,000 tons of rail, building 820 new coal cars and making repairs 
on 5,000 freight cars and 240 locomotives. 

It is estimated that today’s allotment will create 2,290,000 man- 
hours of direct employment for B. & O. forces during the next six 
months. The work of building the new cars, repairing locomotives 
and old cars, and laying the rails will be done in the shops and on 
the right of way of the B. & O. in New York, Pennsylvania, Mary- 
land, West Virginia, Ohio, Indiana, Illinois and Missouri. 


Wabash 


The receivers of the Wabash Railway were allotted $1,489,000 with 
which to purchase 10,000 tons of rail and 3,000 tons of fastenings, and 
to repair and modernize equinment. Approximately 1,500 cars are in- 
volved in the repair and modernization program. 

It is estimated that Wabash employes will receive 1,400,000 man- 
hours of direct employment as a result of this allotment. The re- 
ceivers will pay the wages of labor engaged in laying the new rail 
out of their own funds, and the allotment does not include any money 
for that purpose. The work to be done as a result of today’s allot- 
ment will be principally in Illinois and Missouri. 


Kansas, Oklahoma & Gulf 


The Kansas, Oklahoma & Gulf was allotted $265,000 for the pur- 
chase of approximately 5,200 tons of rail and the necessary fastenings. 
The K. O. & G. will use its own funds for laying this rail, which 
will be put down mostly in Oklahoma. 


Interstate Railroad 


The Interstate Railroad Company was allotted $250,000 to be used 
for rebuilding 500 coal cars in its own shops at Andover, Virginia, 
where 130,000 man-hours of labor for its employes will be provided. 
The material used will originate in West Virginia, Pennsylvania, 
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Ohio, New Jersey and Tennessee, and production of it will result in 
= anes twice as much indirect and industrial employment in those 
vie All of the loans allotted today bear 4 per cent interest, with no 
interest charged during the first year, and all are fully secured. 

The allotments were made subject to obtaining the requisite ap- 
proval of the Interstate Commerce Commission and negotiation within 
a reasonably short time of contracts satisfactory to the Public Works 
Administration, 

In Finance No. 10287, Paul T. Sanderson, receiver of the 
Waco, Beaumont, Trinity & Sabine Railway Co., has asked for 
a PWA loan of $5,000,000 to finance part of construction of new 
lines authorized by the Commission as of June 12, 1927. The 
applicant said that the Waco was authorized to build extensions 
from Livingston, via Beaumont, to Port Arthur, Tex., 89.42 
miles, and from Weldon, via Normangee, to Waco, 109.3 miles, 
utilizing 40.6 miles of trackage where existing railroads were 
parallel. Applicant said the plan was to create a new short 
route between the interior of Texas and the Sabine ports of 
Beaumont, Port Neches, and Port Arthur. To complete the 
extension between Livingston and Beaumont and Weldon and 
Normangee and to make up deferred maintenance on existing 
properties applicant asks for the loan of $5,000,000. It proposes 
to omit construction south of Beaumont and does not request 
government aid as to that out of deference to the view of the 
Commission concerning the position of the Kansas City South- 
ern in that district. Applicant heretofore was unsuccessful jn 
obtaining a loan from the ReconstructiOn Finance Corporation 
for this project. 

In Finance No. 10288, the New York, New Haven & Hart- 
ford Railroad Co. has applied for approval of expenditures not to 
exceed $1,350,000, for 25,000 tons of steel rails and 10,000 tons 
of fastenings, the money to be obtained from the PWA. 

In Finance No, 10281, the Kansas, Oklahoma & Gulf Railway 
Co. has asked authority to borrow from the PWA not exceeding 
$295,000 for purchasing approximately 5,200 tons of steel rail, 
and also fastenings. 

In Finance No. 9730, the Boston & Maine Railroad asks for 
modification of order of December 28, 1932, to permit pledging 
of first mortgage bonds as collateral for loan allotted by PWA. 

Public Works Administrator Ickes said December 26 an 
agreement between the PWA and the Pennsylvania Railroad 
Company on the terms for the $84,000,000 loan to the carrier 
for its electrification project between New York and Washing- 
ton had been reached. The contract, he said, however, had not 
yet been drawn. 

Railroad Financing in 1934 


Jesse Jones, chairman of the Reconstruction Finance Cor- 


poration, said December 26 the corporation had under con- 
sideration the subject of railroad financing in 1934. He said 
the corporation would aid railroads in meeting their 1934 


maturities but that banks would have to carry part of the 
financing. No figure as to the railroads’ financial needs in 
1934 was mentioned by Chairman Jones, who was replying to 
questions relative to a published report that the railroads would 
need over $2,000,000,000 in 1934. 

Long-term railroad debt maturing in 1934 amounts to ap- 
proximately $301,000,000. In addition probably $100,000,000 of 
equipment securities will mature, making a grand total of 
approximately $400,000,000. The extent to which requests for 
government aid to meet these maturities will be made will de- 
pend, of course, on the ability of railroads to handle their own 
refinancing without appealing to the government. 

Chairman Jones, of the Reconstruction Finance Corporation, 
after a call on President Roosevelt, referred to published reports 
as to railroad financing in 1934 requiring more than two billion 
dollars. He said the financing of railroad maturities in 1934 
probably would not require much more than $400,000,000. He 
said he did not think the R. F. C. should make available more 
than $100,000,000 for the purpose of aiding railroads in meeting 
maturities in 1934. Authority for the R. F. C. to make loans 
will be terminated under existing law January 22 but the Presi- 
dent will ask Congress to extend the life of the corporation 
beyond that date. Before Chairman Jones’ call on the President 
it had been stated at the White House that the President ex- 
pected to go over the railroad financing question with the R. F. C. 
chairman and the latter conferred with the President shortly 
thereafter. 

In Finance No. 10243, Chicago & North Western Railway 
Co. public works improvement, the Commission, division 4, has 
approved a public works loan application of $3,461,913.50 to 
be used in buying 65,000 gross tons of new steel rail and 18,000 
tons of fastenings and accessories. 

The Commission, by division 4, in Finance No. 10251, Pitts- 
burgh & West Virginia Railway Co. public works improve- 
ment, has approved a public works loan application for $47,000 
to be used in the purchase and installation of 1,000 gross tons 
of new 105-pound steel rail. 

Approval has been given by the Commission, division 4, 
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in Finance No. 10244, Chicago & Eastern Illinois Railway Co. 
trustee public works improvement, to a public works loan appli- 
cation for $251,000. The money is to be used for the purchase 
and installation of 4,000 gross tons of new steel rail and fasten- 
ings. Of the new rail 1,000 tons are to be 110-pound rail and 
3,000 tons are to be 112-pound rail. 

In a second supplemental report in Finance No. 9892, South- 
ern Pacific Co. reconstruction loan, the Commission, by division 
4, has modified its previous report and certificate, 193 I. C. C. 
63, made May 9, 1933, so as to approve advances on or before 
January 15, 1934, on the loan heretofore approved, to enable the 
applicant to pay interest amounting to $1,920,000 due on January 
1 and $1,604,300 on February 1 and principal of equipment trust 
certificates amounting to $205,700 due on January 15. 

In Finance No. 10282, the Pioneer & Fayette Railroad Co. 
asks approval of a loan of $10,000 from the R. F. C., the money 
to be used as part payment of $16,000 for the westerly end, 
thirteen miles long, of the branch of an electric line authorized 
to be abandoned and once operated as part of the Toledo & 
Western. The part to be acquired, so as to continue the line 
and afford freight service, lies between Pioneer and Fayette, O. 


COMMISSION ORDERS 


1. & S. 3715, Packing-house products eastbound from W. T. L. 
points, and No, 25143, and Sub. 1, Swift & Co. et al. vs. N. Y. C. et al. 
Order heretofore entered in these proceedings, dated November 14, 
1933, is modified so as t6 require the cancelation of the suspended 
schedules on or before January 30, 1934, upon one day’s notice. 

INo, 24080, A. B. Marcus Co. et al. vs. St. L.-S. F. et al., and cases 
grouped therewith. Proceedings, on Commissions’ own motion, re- 
opened for further consideration on the record as made. 

No, 19222, Wichita Chamber of Commerce et al. vs. A. & S. et al. 
Proceeding reopened for reconsideration on record as made, for pur- 
pose of making corrections in certain dates specified in the original 
report and determining whether reparation should be awarded on 
shipments which moved prior to October 13, 1925. 

Finance Nos 9599, F. P. & E. proposed construction. Petitions of 
F. P. & E. et al. for reconsideration and argument denied. 

Finance No. 10155, Gulf & Ship Island bonds. Application dis- 
missed upon request of applicant. 

No a. ©. R.. 1. 


26276, Chamber of Commerce, El Dorado, Ark., 
& P. et al. Standard Oil Co. of Louisiana permitted to intervene. 
PETITIONS FOR REHEARING, ETC. 


No. 24486, Sub. 1, Galesburg Horse & Mule Co., Inc., et al. vs. 
A. T. & S. F. et al. Complainants ask reconsideration, and modifica- 
tion of findings as to rates to Galesburg. 

No. 25727, Seatrain Lines, Inc., vs. A. C. & Y. et al. Defendants 
(other than Missouri Pacific, Texas & Pacific and their affiliated 
lines), and interveners, Clyde-Mallory Line, Southern Steamship Co., 
Southern Pacific Co.-Southern Pacific Steamship Lines (Morgan 
Line), ask the Commission to postpone and hold the proceeding in 
abeyance until determination by the Commission of the issues in- 
volved in Docket 25546, Application of Missouri Pacific Railroad and 
Texas & Pacific Railway in the matter of installation of a common 
carrier service by water other than through the Panama Canal. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et 
al., and cases grouped therewith, and Fourth Section Order Nos. 9500 
and 9600. Southwestern Lines, defendants herein, ask for extension 
of date as fixed in ee order of July 10, 1933, herein, nine 
months beyond February 10. 1934. 

1. & S. 3659, Potato rates within W. T. L. territory, and cases 
grouped therewith. E. B. Boyd, agent and attorney for carriers par- 
ties to Commission’s order in I. & S. 3659 and formal cases decided 
therewith, asks postponement of effective date of order from Feb- 
ruary 3, 1934, to June 3, 1934. 

No. 23599; Rea-Patterson Milling Co. vs. M. P. Defendant asks 
for reopening and rehearing. 

No, 23809, Lake Charles Rice Milling Co. of Louisiana, Inc., vs. 
Brimstone Railroad & Canal Co. et al. Complainant and its co-re- 
ceivers herein, ask for a reconsideration of the evidence of record 
herein, and prior decisions of the Commission, and amended and 
further or supplemental orders, upon grounds that Commission failed 
to give proper consideration to prior findings of facts covering the 
primary issues herein, which, apparently, was due to misstatements 
= facts by the defendants and intervener, New Orleans Joint Traffic 

ureau. 

No. 24082, and Sub. 1 to 3 incl., Cargill Commission Co. vs. G. N. 
Defendant asks reopening and reconsideration with Docket No. 17000, 
part 7, grain and grain products. 

No. 24993, John W. Eshelman & Sons vs. Pennsylvania et al. 
Complainant asks for reopening and reconsideration on record as 
made, also for reargument before entire Commission. 

0. 24104, Big Sandy Fruit Co. et al. vs. A. & E. et al. and No. 
25711, Bi Sandy Fruit Co. et al. vs. A. C. & Y. et al. Sandy Valley 
Grocery o., one of complainants herein, asks division 5 of the Com- 
mission to correct the finding in its decision dated October 19, 1933, 
in = proceeding. 

. 24608, ere a Commission of the City of Milwaukee, United 
Fertiliser Co. vs. A. & R. et al. Complainants ask further hearing, for 
sole purpose of determining amount of reparation due complainants 
under findings herein. 

No. 25472, I. A. Braden vs. A. T. & S. F. et al. Complainant asks 
denial of defendants’ petition for reconsideration and/or reargument 
before entire Commission. 


FRISCO REORGANIZATION 


The readjustment managers under the plan and agreement 
dated July 6, 1932, which have been trying to rearrange the 
affairs of the St. Louis-San Francisco Railway Company so as 
to release it from the trusteeship under which it has been 
operating since the enactment of section 77 of the bankruptcy 
act, have notified the Commission, the Reconstruction Finance 
Corporation, and the Railroad Credit Corporation of a resolution 
on their part to abandon the plan and to take the formal action 
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to that end provided for in the readjustment plan. The forma) 
action is the giving of notice to the Commission, the R. F. ¢ 
and the Railroad Credit Corporation of their inability to wor, 
out a plan which would remove the railroad from trusteeship, 
The plan, the managers say, cannot be carried out and any 
further efforts to do so would be futile and wasteful. 

In the letter the managers point out that the accomplish. 
ment of the ultimate reduction in the railroad’s funded debt ang 
fixed charges was dependent under the plan upon the realization 
of earnings available for interest not substantially below those 
set forth in the schedule and next to the plan. They said that 
unless earnings could reach substantially the levels therein get 
forth the plan could not accomplish the intended purpose. Earn. 
ings available for interest in 1932, they pointed out, were about 
$3,400,000 and for the eleven months of the current year they 
have been less than for the same period in the preceding year, 
Earnings of about $5,000,000 a year would be needed to enable 
the plan to be put into operation. The present trend, the man. 
agers say, gives no assurance of any substantial increase in 
earnings in the near future. 

In view of the radical change from the conditions which 
existed and were contemplated from the time the plan was pro- 
mulgated and the failure to realize the improved conditions 
expected, the managers said the plan was no longer in the in- 
terest of the bondholders. When a plan was devised, they said, 
it should bring about a sound capitalization in the light of earn- 
ings at which stabilization could reasonably be expected and the 
other conditions which might exist at that time. 

Neither a modification of the existing plan nor a new plan, 
they added, could at the present time command the support of 
the several classes of security holders in the amounts necessary 
to enable it to be carried out. Any plan within present earn- 
ings, they said, would entail such great sacrifices on the part 
of all classes of security holders that hope of future improve- 
ment would prevent its acceptance, while a plan based on as- 
sumed earnings at a high level might prove unsound because of 
failure to realize such earnings. In the light of these facts, the 
managers said, they considered their duty to advise the bond- 
holders of the situation and as contemplated by the plan to 
permit them either to withdraw their bonds or to authorize the 
several committees constituted by the plan to represent them. 


HORSE AND MULE RATES 


The Commission by order (not a decision) in the Western 
Horse and Mule Rates Case, No. 12358, Texas Livestock Ship- 
pers’ Protective League et al. vs. Director-General et al.; I. and 
S. No. 1483, horses and mules from Kansas City, Mo., and 
Wichita, Kan., to New Orleans, La., Memphis, Tenn., and other 
points; I. and S. No. 2389, rates on horses and mules to, from, or 
between southwestern points; No. 11018, Wichita Board of Com- 
merce et al. vs. Director-General et al.; No. 12268, Board of Rail- 
road Commissioners of the State of South Dakota vs. C. & N. W. 
et al.; No. 13001, Chamber of Commerce of Kansas City, Mo., 
vs. A. & W. et al.; No. 13273, Nebraska Livestock Case; No. 
13619, Ross Brothers Horse & Mule Co. et al. vs. U. P. et al.; 
and No. 13627, Burnett-Yount Horse & Mule Co. et al. vs. A. & 8, 
et al., has directed the railroads to establish rates on horses 
and mules, not later than March 8, 1934, on the basis of 115 per 
cent of the rates on fat cattle prescribed in Livestock-Western 
District Rates, 172 I. C. C. 1, 179 I. C. C. 104, and 190 I. C. C. 
611, from and to the same points. 

A report was issued in these cases dated July 24, 1933 (see 
Traffic World, Aug. 12, p. 253), telling the carriers to establish 
rates on the 115 per cent basis. It did not, however, issue an 
order in connection with that report but told the carriers that 
it expected them to put the rates into effect within 90 days. It 
said that if the rates were not established within that period 
it would consider an entry of an order which has now been made. 

After the issuance of the report the southwestern carriers 
asked for reconsideration, modification of findings, and further 
hearing. Answers objecting to reconsideration were filed by the 
South Dakota Commissioners and the Kansas City Chamber of 
Commerce. The petition of the southwestern carriers was 
denied coincident with the issuance of the order requiring the 
establishment of the rates not later than March 8, 


SUSPENDED TARIFFS 


In I. and S. No. 3932, the Commission has suspended from 
December 26 until July 26 schedules in supplement No. 21 to 
Johanson’s tariff, I. C. C. No. 2372. The suspended schedules 
propose to cancel the routing on grain and grain products, in 
carloads, from points in Oklahoma to destinations in Texas when 
routed via the Chicago, Rock Island & Pacific, thence Missouri- 
Kansas-Texas and Missouri-Kansas-Texas of Texas, thence Louisi- 
ana, Arkansas & Texas. Or, in other words, when the Missouri- 
Kansas-Texas and Missouri-Kansas-Texas of Texas igs used as 
an intermediate. carrier, which would result in the use of higher 
combination rates over that route. 










—. oa 








(Dig 









aga 
age 






Pal 









(D 































- at ews me & ef & 























































forma] 
b ; F 


0 Work 
teeship, 
nd any 


mMDlish. 
>bt and 
lization 
’ those 
id that 
PIN set 

Earn. 
about 
r they 
> year, 
enable 
> Man- 
iSe in 


which 
S pro- 
itions 
he in- 
Said, 
earn- 
d the 


plan, 
rt of 
sSary 
earn- 
part 
rove- 
1 as- 
e of 
, the 
ond- 
n to 
the 
1em. 


tern 
hip- 
and 
and 
her 
or 
om.- 
ail- 


[o., 
: 


eS 
er 
mn 


ee 
sh 
un 
at 
It 
d 


r 


if 





December 30, 1933 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Ohio, Hamilton County.) In action 
against railroad, service of Summons upon railroad’s managing 
agent in Cincinnati held properly quashed where railroad had 
no tracks in Hamilton county (Gen. Code, Sec. 11273). (Sanzone- 
Palmisano Co. vs. Pere Marquette Ry. Co., 187 N. E. Rep. 738.) 





hi ra e @ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publish Co., St. Paul, Minn. Copyright, 
1933, by Wet Publishing Co.) 





(City Court of New York, County of New York.) Evidence 
in action for loss of oil showed that vessel was seaworthy (Har- 
ter Act (46 USCA, Secs. 190-195)). (Proeter & Gamble Mfg. 
Co. vs. Ocean S.S. Co., Ltd., 267 N. Y. S. 405). 

Loss of small amount of oil from cargo of 752.9 tons was 
within exception of bill of lading and carrier was not liable 
therefor (Harter Act (46 USCA, Secs. 190-195) ).—Ibid. 

Evidence showed that loss of oil was not due to vessel's 
negligence, but occurred at time of discharge, which was super- 
intended by owner (Harter Act (46 USCA, Secs. 190-195) ).—Ibid. 


STORE DOOR DELIVERY 


The store door delivery controversy created by the filing 
of tariffs by the Pennsylvania and other lines in official terri- 
tory, which the Commission refused to suspend, after being 
quiescent for some time, contrary to expectations, was revived 
somewhat when, on December 28, the Commission, in I. and S. 
No. 3933, suspended schedules in Wheeling & Lake Erie I. C. C. 
No. 1755, from December 29 to July 29. The suspension was 
made on representations. of the Pennsylvania, Erie, Grand 
Trunk, Boston & Maine and Maine Central, which acted in con- 
cert in the matter. 

Suspension was voted, it is believed, on account of the fact 
that the Wheeling & Lake Erie, in its schedules, set up a plan 
for collection and délivery of less-than-carload and any quantity 
freight differing from the plan of the Pennsylvania and those 
who joined with it or adopted its idea. On account of the 
Wheeling & Lake Erie’s variation from the plan the Commis- 
sion allowed to go into effect on December 1 by its refusal to 
suspend, sixth section permission was refused when the Wheel- 
ing & Lake Erie asked permission to make its plan operative 
on less than statutory notice. (See Traffic World, December 9, 
p. 1037.) 

Objecting trunk lines who asked for suspension of the 
Wheeling & Lake Erie tariff asserted that if the variant from 
their plan was permitted to become operative, they would be 
forced, because of competition, to. establish like service, not 
only at the six points covered by the Wheeling & Lake Erie 
tariff but throughout the territory they served and in connection 
with all similar traffic they originated or terminated. The 
Wheeling & Lake Erie contended that its schedules would not 
have the drastic effect on the protesting railroads the latter 
said they anticipated. It pointed to tariffs of the Toledo, Peoria 
& Western, which it said was more liberal than its own and 
said that it had not forced the protesting railroads to make 
similar provisions. It also referred to schedules of the Louis- 
ville & Nashville, in effect between Cincinnati, O., and St. Louis, 
Mo., and intermediate points to show that competition was not 
so great as to bring about the results which the protesting 
lines said would be caused by the Wheeling & Lake Erie 
schedules. 

The Wheeling & Lake Erie schedules differ from the Penn- 
Sylvania plan tariffs in that they offer collection and delivery 
Service on less-than-carload and any-quantity freight regardless 
of whether they move on class or commodity rates, while the 
Pennsylvania plan tariffs confine the service to traffic moving 
on clasg rates only. The Wheeling & Lake Erie schedules carry 
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no mileage limitation on the free service, while the Pennsylvania 
plan tariffs carry a limit of 260 miles. The Wheeling & Lake 
Erie tariffs make 25 cents a hundred pounds the minimum rate 
on traffic to which collection or delivery service will be accorded, 
while the Pennsylvania plan tariffs make 35 cents the mini- 
mum rate. 

One of the points made by the protesting lines was that 
the Wheeling & Lake Erie schedules, if permitted to become 
operative, might wrest traffic from other railroads when the 
design of the Pennsylvania plan was to regain traffic from other 
agencies of transportation or retain it to the railroads. The 
Wheeling & Lake Erie said its schedules were not designed to 
wrest traffic from other railroads but was designed specifically 
to meet motor truck competition and regain some of the traffic 
that had been lost to the trucks. It asserted that motor truck 
competition was encountered by it for distances much greater 
than 260 miles and that the 35-cent rate limit would shut it 
out of the competition for manufactured iron and steel less-than- 
carload traffic from Cleveland, O., to Detroit, moving on a rate 
of 28 cents, in heavy volume. 


HOCH-SMITH GRAIN 


The Commission has announced that it will begin hearing 
arguments in No. 17000, part 7, Hoch-Smith grain and grain 
products within the western district and for export and con- 
solidated cases, on Wednesday, February 7, at 10 a. m. The 
notice in this case was unusual in that it said that the argu- 
ments would be begun on the day mentioned but did not say 
how long they would be continued. Lack of definite informa- 
tion as to how long the arguments would continue was due to 
the fact that requests for definite periods of time in which to 
present views had not been presented by all those who had 
given notice that they desired to be heard at the time the an- 
nouncement was made. 


CHICAGO SWITCHING RATES 


The Commission has changed the further hearing in No. 
19610, switching rates in the Chicago switching district, at the 
Sherman Hotel, Chicago, Ill., from January 10 before Examiner 
R. N. Trezise to January 12, at the same place, before Examiner 
T. Leo Haden. The change was made so as to rearrange 
itineraries of the examiners. The hearing is to be solely in 
respect of the intrastate 2-line rate or charge on crude coal 
tar, carloads, applicable from the plants of the Interlake Iron & 
Steel Co. and the Wisconsin Steel Co. to the plant of the Bar- 
rett Co. and in respect of the intrastate 1-line rate or charge 
on crude coal tar and water gas tar from the plant of the Chi- 
cago By-Products Coke Co. to the plant of the American Tar 
Products Co. to ascertain what modifications, if any, should be 
made in the Commission’s prior findings and orders in regard 
to the charges for the movements indicated. 


RAILROADS IN 1933 


(By R. H. Aishton, chairman of the board of directors of the 
American Railway Association) 

The railroads of this country in 1933 showed an improve- 
ment, compared with the preceding year, in the financial re- 
sults from operation. This has been due to a number of rea- 
sons. One was the increase that took place in the amount of 
freight traffic handled by the rail carriers in the past twelve 
months, compared with the same period in 1932; while the other 
was the fact that, although the volume of traffic was greater, 
the railroads were able to reduce their operating cost during 
the year. 

The volume of freight traffic, on the basis of revenue ton 
miles, moved by the Class I railroads in 1933 increased approx- 
imately eight per cent over 1932. At the same time, gross 
operating revenues in the past twelve months were approx- 
imately one per cent below those for the preceding year. As a 
result, the net railway operating income of the Class I railroads 
in 1933 was approximately sixteen per cent greater than it was 
in 1932. 

Preliminary reports for the year show that the Class I rail- 
roads as a whole had a net railway operating income in 1933 
of $465,000,000, equivalent to a return of 1.77 per cent on their 
property investment. Class I railroads in 1932 had a net rail- 
Way operating income of $326,298,000, or a return of 1.25 per 
cent on their property investment. Gross operating revenues 
in 1933 amounted to approximately $3,090,000,000, a decrease 
of 1.2 per cent under those for 1932, while operating expenses 
amounted to $2,250,000,000, a decrease of 6.4 per cent under the 
previous year. 

The estimate as to earnings for the twelve months of 1933 
was based on complete reports for the first ten months, and 
an estimate by the Bureau of Railway Economics as to earnings 
in November and December, The net railway operating income 
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for the ten months’ period totaled $398,239,000, compared with 
$260,616,000 for the corresponding period in 1932. 

Measured in revenue ton miles, the volume of freight han- 
dled in 1933 was approximately 252,000,000,000 revenue ton 
miles, which was an increase of nearly eight per cent compared 
with the volume of freight traffic in 1932. This estimate was 
based on reports of actual freight movements for the first ten 
months in 1933 and an estimate for the last two months. 

Loading of revenue freight in 1933, based on actual loading 
for the first 50 weeks and an estimate for the last two weeks, 
totaled 28,880,000 cars, an increase of 700,000 cars, or 2.5 per 
cent compared with 1932, but a reduction of 8,271,000 cars, or 
22.3 per cent, compared with 1931. 

Passenger traffic in 1933 amounted to 16,400,000,000 pas- 
senger miles. This was a reduction of about three per cent 
under 1932, and was the smallest annual percentage of reduc- 
tion that has been reported in four years. 


HELP FROM TRAFFIC MEN 


Editor The Traffic World: 

Will it not be opportune for traffic men to begin formulating 
constructive and helpful suggestions as to approaching congres- 
sional consideration of the transportation muddle? 

If it be opportune and such suggestions are to be truly 
helpful they must be offered cooperatively with a lot of “give 
and take” spirit and, I believe, should run to the proposition 
that whatever federal legislation is designed should be for the 
single purpose of securing to the public a maximum service for 
a minimum reasonable charge. 

The public must be of first consideration because the whole 
public is, directly or indirectly, dependent on transportation 
service for its very existence and for its exchange of commodi- 
ties. The responsibility of furnishing this service falls on 
the state, which must delegate the work to private interests for 
the reason that the state is not organized to operate or finance 
such an endeavor. It follws that any agency offering its service 
for the transportation of persons or property for hire automatic- 
ally becomes an agent of the state and the state has not only 
the right and responsibility of regulation but the duty of protec- 
tion. The responsibility and duty run to all types of agents 
alike. 

Coordination of these agents is inevitable for economic as 
well as practical reasons, and to accomplish “maximum service 
at minimum reasonable cost.” 


Obviously, with rail carriers excessively regulated, motor 
vehicles unregulated, many inland water services subsidized to 
some extent, and very little cooperation between states as to 
intrastate regulation, there is little cause for wonder at the chaos 
running through our transportation machine. 


The human element runs through the whole fabric and 
every reader knows the effect. Individuals cannot be too severely 
blamed for their desire first to protect their own interests and 
to satisfy superiors, but the attitude thus created does not lend 
itself to remedial activities calculated to secure for the public 
a Maximum service at a minimum reasonable cost with all serv- 
ing agents fully and relatively protected. 


With all due respect to legislators, federal and state, it is 
common knowledge, and admitted, that they are not technically 
trained transportation men. It follows that they must depend 
on whatever information comes to them through various chan- 
nels. Too often such information is not reliable for their guid- 
ance in formulating comprehensive laws that will accomplish the 
necessary results, This is partly explained in the preceding 
paragraph. Further explanation is in the lack of intelligent 
public expression calculated to be of constructive nature. 


The Congress, legislatures, carriers of all types, and, most 
important, the public, through its trained traffic men, must ap- 
proach the situation with open minds and a disposition to set 
aside personal and selfish interests. Fundamental principles 
must be the foundation of regulatory laws. If our federal and 
state commissions have intelligent laws as tools with which to 
accomplish their work and supportive cooperation be extended 
. by the public and the carriers, there is no reason why the whole 
chaotic transportation situation may not be eventually cleared up. 
Rail carriers are now using obsolete methods that will have to 
be discarded. Motor vehicles will have to be willing to assume 
their fair share of the responsibility, and inland water service 
will have to be operated on its merits. 

It is plain that there are many angles to the problem, but it 
is susceptible of solution, although we shall have to “make 
haste slowly.” 

If constructive and helpful suggestions are opportune let’s 
hear from others. After all, if best results are to be secured in 
the shortest time, the traffic men of the country will have to 
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lend their assistance and Congress and legislatures: will have j, 
accept it. 


Muncie, Ind., December 26, 1933. Will C. Pike. 


PASSENGER FARES IN 1934 


The coming year will find western and southern railroads 
definitely settled on a heavily reduced passenger fare basis, }; 
will also probably see the renewal, by Commissioner Porter, ¢; 
his drive to induce the executive officers of railroads in the eagt. 
ern district to reduce the basis of fares in that part of the 
country. At present that district is, generally speaking, on the 
permissive basis formulated by the Commission, namely, 35 
cents a mile as the foundation rate with passengers in sleeping 
and parlor cars paying a surcharge of one-half of the fee fo, 
Pullman accommodations, the surcharge accruing to the railroad. 

Two cents a mile is the general basis of coach fares in the 
west and thre® cents a mile in parlor and sleeping cars, with 
a round trip coach basis of 1.8 cents a mile each way. In the 
southern district the basis is 1.5 cents for passengers in coaches 
and three cents for passengers in parlor and sleeping cars. 

In the eastern district there are excursion fares for so much 
of the time that, broadly speaking, there has been a considerable 
reduction in the fare basis, although on paper, there has beep 
no departure from the old 3.6 cents basis in coaches, and a plus 
surcharge in Pullmans. 

The 1.5 cent basis for coaches spread over the entire south 
at the end of 1933, when the Atlantic Coast Line, the Louisville 
& Nashville and the Nashville, Chattanooga & St. Louis asked 
for fourth and sixth section permissions to meet the basis the 
Southern and affiliated lines began putting into effect, on some 
parts of their systems, as early as January, 1933. The Louisville 
& Nashville and the Nashville, Chattanooga & St. Louis filed 
their applications on December 27. The Atlantic Coast Line 
came in a few days before that. They asked for permission to 
use such rates up to June 1. 


If and when Commissioner Porter renews his argument with 
the executives of the eastern district systems, he will be backed 
up by figures taken from the books of the Southern tending to 
suggest that a basis of 1.5 cents a mile will wean travelers away 
from their own automobiles and busses, or to travel if they have 
not been traveling. 

The first set of figures shows that the 1.5 cent basis on the 
Birmingham-Melbourne, Stevenson-Riverton Junction, Battelle- 
Cuba and Northern Alabama railway routes on June 15, 1933, 
produced the desired effect. June, 1933, before the lowered basis 
began showing much, if anything, there was a falling off, in com- 
parison with June, 1932, of 15.87 per cent in the number of 
tickets sold and a decrease in revenue of 24.42 per cent. 

In September, 1933, there had been an increase in the num- 
ber of tickets sold over the corresponding month in 1932, of 
239.4 per cent and 44.9 per cent in revenue. 

In the Asheville-Charlotte-Salisbury district, where the 1.5 
cent coach basis went into effect on January 15, 1933, the in- 
crease in February, 1933, over February, 1932, was 273.04 per 
cent in the number of tickets sold and the increase in revenue 
was 77.05 per cent. In September, 1933, the ticket increase was 
516.06 per cent and the revenue increase was 170.73 per cent. 
The smallest increase in tickets sold, other than in the initial 
full month, was 281.83 per cent in March, 1933, over March, 1922. 
March was also the smallest revenue increase, being only 56.79 
per cent. 

Probably the most eye-stretching figure showing increase in 
the number of tickets sold was 818.53 per cent in October, 1933, 
over October, 1932, in the Asheville-Murphy area. The revenue 
increase in that month was 216.11 per cent over the correspond- 
ing month of 1932. The traffic in that area grew from 583 passen- 
gers in October, 1932, to 5,355 in October, 1933. The 1.5 cent basis 
was put into operation in that area on November 1, 1932. 


MID-WEST ADVISORY BOARD 


The Mid-West Shippers’ Advisory Board will hold its tenth 
annual meeting at the Palmer House, Chicago, January 4. Esti- 
mates of carloadings in the territory for the first quarter of 
1934 will be presented, railroads will report on condition of 
equipment and officers will be elected. In addition to other 
routine business, A. P. Kivlin, of the freight container bureau, 
American Railway Association, will address the meeting, and 
L. M. Betts, manager car service division, A. R. A., will talk on 
general transportation conditions. W. D. Beck, district man- 
ager, will discuss matters local to the board. 

A container exhibit, of the freight container bureau, A. R. A., 
is to be on display in conjunction with the meeting in the rooms 
of the Traffic Club of Chicago in the Palmer House from Jan- 
uary 2 to January 5, and there will be a representative of the 
bureau present to offer such explanations as may be desired, 
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December 30, 1933 


EASTMAN AMENDS ACCOUNT NOTES 


Acting on an assignment of duties given him by the Com- 
mission, Commissioner Eastman, in the matter of a uniform 
system of accounts to be kept by steam roads, has ordered 
amendment of notes to two of the Commission’s accounting 
rules. He has amended the note to account 713, “traffic and 
car-service balances receivable,” to read as follows: 


Note.—The amount to be entered in this account in the carrier’s 
annual report to the Commission shall be stated in accordance with 
text of the account. It is not the net balance between this account 
and account 759, ‘‘Traffic and car-service balances payable.’’ For 
convenience in accounting the carrier may currently maintain sep- 
arate accounts for the balances of interline freight, interline pas- 
senger, and interline baggage revenues, and for charges for equip- 
ment interchanged, under the following captions: 

713 and 759 (a) Interline freight, balance, 

713 and 759 (b) Interline passenger, balance, 

713 and 759 (c) Interline baggage, balance, 

713 and 759 (d) Equipment interchanged, balance. 


Mr. Eastman has amended the note to account 759, “traffic 
and car-service balances payable,” to read as follows: 


Note.—The amount to be entered in this account in the carrier’s 
annual report to the Commission shall be stated in accordance with 
text of the account. It is not the net balance between this account 
and account 713, “Traffic and car-service balances receivable.’’ For 
convenience in accounting the carrier may currently maintain sep- 
arate accounts for the balances of interline freight, interline passen- 
ger, and interline baggage revenues, and for charges for equipment 
interchanged, under the following captions: 

713 and 759 (a) Interline freight, balance, 

713 and 759 (b) Interline passenger, balance, 

713 and 759 (c) Interline baggage, balance, 

713 and 759 (d) Equipment interchanged, balance. 


CONSOLIDATION ECONOMIES 


Additional data in support of the Prince plan providing for 
the consolidation of the railroads of the country into seven 
systems have been gathered by J. W. Barriger, Jr., and trans- 
mitted to W. B. Poland, of Coordinator Eastman’s research 
section, who is considering the Prince plan together with all 
other plans that have been submitted looking to the consolida- 
tion of railroads into a limited number of systems. Mr. Barriger 
is chief examiner of the railroad division of the R. F. C., but 
in assemblying these data he is acting in his capacity as an 
author of a plan of consolidation, and not as a member of the 
staff of the R. F. C. 

The most recently transmitted data pertain to the possible 
operating economies by coordination of the northwestern rail- 
roads designated as system No. 5 in the Prince plan. The data 
cover both freight and passenger service. 

Two freight routes composed of parts of the Chicago, Mil- 
waukee, St. Paul & Pacific, the Great Northern and the Northern 
Pacific are suggested in the data pertaining to savings in the 
freight service. In the final analysis Mr. Barriger’s memoran- 
dum on this subject favors use of a single route in place of 
the routes of the three northern transcontinental lines built 
mainly around the Milwaukee between Puget Sound points and 
the Twin Cities “with the Northern Pacific and the Great 
Northern as secondary or feeder lines.” He said that when 
all the advantages and disadvantages of the two proposed 
routes were weighed the fact remained that the investment for 
the electrically operated line of the Milwaukee, had already 
been made, power was hydraulically generated and utilized 
energy which would otherwise be wasted, dissipated in the 
flow of streams. 

Summed up, the possibilities for economies in the section of 
western Washington, west of summits of Cascades, between 
Vancouver, B. C., and Portland, Ore., not including elimination 
of competitive east and west bound transcontinental freight 
Passenger service, nor savings as a result of massing of traffic 
by one instead of three routes, Mr. Barriger said the economies 
would amount to $3,860,000. 

Mr. Barriger said that surveys hitherto made were con- 
fined to the territory east of the Mississippi River and north 
of the Potomac. He said that those surveys had resulted in 
the assemblying of a mass of “uncontrovertible evidence” of 
the enormous waste of transportation effort as a result of the 
ruthless and uncontrolled competitive policies of an era rapidly 
approaching an end. But, he said, a survey of the northwestern 
territory indicated that conditions were much worse in that 
part of the country than in the east. He said that the compe- 
tition was so keen for the meager volume of transcontinental 
traffic handled in the last three years that operating officials 
of their own initiative were even more aggressive than traffic 
organizations, in their efforts to excel the services of parallel 
lines, regardless of expense. He said that this competition 
set up a vicious circle. The city of Spokane, he said, furnished 
a typical example of results of competition and unflationary 
policies of the northern transcontinental railroads. He said 
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that although the number of loading cars received and for- 
warded by all roads at Spokane would not average more than 
75 and 100 cars, respectively, a day the year round, “the 
aggregate investment in railroad property, including elevated 
structures through the city, was in the neighborhood of 
$50,000,000.” 

Mr. Barriger devoted attention to the transcontinental pas- 
senger service of the three northern lines and pointed out 
how under the Prince plan great savings could be achieved by 
cutting down the number of competing services. 


RAILROAD LABOR PROGRAM 


Further details as to a comprehensive legislative program 
to be pushed by railroad labor at the next session of Congress 
were given by A. F. Whitney, chairman of the Association of 
Railway Labor Executives, at the conclusion, December 22, of 
a three-day meeting in Chicago of that organization, represent- 
ing all of the nationally organized employes of the railroads. 
(See Traffic World, December 23.) 

In addition to introduction of bills providing for a six-hour 
day, reducing the total number of hours in any twenty-four that 
an employe may work, and limitation of the length of trains 
that may be operated, as previously reported, the labor officials 
arrived at agreement with respect to bills covering compensa- 
tion to employes or their widows and orphans in case of injury 
or death, employers’ liability, and retirement insurance. With 
respect to the latter, it was explained, a special committee to 
draft a federal retirement insurance bill, or, as sometimes called, 
a pension bill, had been appointed a year ago. The bill had been 
drafted and discussed, it was said, and was found to be “in fine 
shape.” It would be among the first of the legislative proposals 
of the association to be introduced, said Mr. Whitney. 

A federal law requiring the railroads to provide compensa- 
tion to employes and their dependents in case of accident, similar 
to that in force in Arizona, would be sought, explained » 
Whitney. He commented on the fact that two bills on the sub- 
ject had been introduced in previous Congresses by Senator 
Wagner, one at the last session under President Hoover and 
the other in the special session that began last March. Those 
bills had been studied by the association’s general counsel, as 
well as by the American Association for Labor Legislation, he 
said. It was contemplated that the railroad union officials would 
attempt to reach an agreement with the American Association as 
to the exact bill to be introduced. 

There has been an employer liability act on the federal 
statute books since 1906, said Mr. Whitney, but “some parts of 
it have been emasculated by court decisions. We propose to 
correct that with appropriate amendments dealing with assump- 
tion of risk, contributory negligence, and the fellow servant 
feature.” 

Briefly, the retirement insurance, or pension bill, to be intro- 
duced by the association would require the establishment, under 
government supervision, of a mutual insurance fund, half of 
which would be coHected from the employes and half from the 
railroads. 

Elaborating what he had said on the previous day with 
respect to amending the railway labor act, Mr. Whitney asserted 
that, though that piece of legislation had been presumed to pro- 
tect all railroad employes, actually only from 10 to 15 per 
cent had benefitted. It would be the aim of the association to 
see that corrective legislation was enacted that would extend 
the benefits of the act to all employes, regardless of the strength 
of their organization or the size of the railroad by which they 
were employed, he said. An objectionable feature in the wor 
ing of the existing act, as he outlined it, was that there was no 
provision for breaking a tie in the event adjustment boards set 
up under the act were deadlocked. There are hundreds of out- 
standing cases in which the boards had been unable to arrive at 
a decision, due to the fact that labor and management are 
equally represented on them, he said. The proposal of the labor 
executives is that the boards be empowered to call in an umpire 
to break the tie ,in such situations, “to make it possible to get a 
decision in a reasonable time, on all cases lawfully submitted.” 

A special legislative committee of five, headed by Mr. 
Whitney, was appointed by the association to work with attor- 
neys in the preparation of the bills for their presentation, and to 
make the contacts necessary. 


EASTMAN AND LABOR 

Noel Sargent, secretary of the National Association of 
Manufacturers, has issued a statement in which he takes the 
position that railroads under private management are not pro- 
hibited by the emergency railroad transportation act of 1933 or 
by the railway labor act of 1926 from using funds to help main- 
tain employes’ organizations. This is contrary to Coordinator 
Eastman’s statement on this subject published in The Traffic 
World of December 16, p. 1083. 
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MOTOR REGULATION LEGAL 


Of significance with reference to the action the coming 
Congress is expected to take in the matter of transportation, is 
a communication sent to Joseph B. Eastman, Federal Coordina- 
tor of Transportation, by The National Industrial Traffic League, 
under date of December 26. 

The document was prepared by the League’s counsel, at 
the request of the coordinator and provides a basis for legisla- 
tion intended to regulate motor vehicle and inland waterway 
transportation. Specifically, it is a reasoned opinion, developed 
in response to two questions contained in the coordinator’s 
recent questionnaire on freight transportation, one of which 
asks: ‘What legal authority exists under which the government 
could enact legislation to regulate contract and private motor 
carriers?” ‘The second question asks for similar authority with 
respect to private and contract water carriers. 

In preparing its original answers to the questionnaire, the 
League passed these two questions with the remark that an 
intelligible answer called for a measured legal opinion; it is 
that opinion that is contained in a letter of the League’s coun- 
sel, John S. Burchmore, Luther M. Walter and Nuel Belnap. 

Generally speaking, although the League’s practical opinion 
in the matter of the desirability of federal regulation for high- 
way and inland waterway transportation is modified, its legal 
opinion is to the effect that there exists ample precedent, both in 
earlier legislation and in court decisions, to indicate that regula- 
tory measures on the part of Congress to control transportation 
by private and contract carriers on the highways and inland 
waterways would be constitutional and enforcible. 

“There are broad measures,” says the League’s opinion, 
“which Congress can impose upon contract carriers and even 
on private carriers by highway or waterway which unquestion- 
ably would be found constitutional by the Supreme Court.” 

Such measures, although broad, the League thinks, ought 
not be radical because “some such measures as have been sug- 
gested we believe the court would condemn as unconstitutional.” 
This would not preclude legislation regulating “rates and prac- 
tices of contract carriers, their accounting methods, protection 
of their patrons from loss by requirement of bonds, etc., and even 
legislation extending to matters of safety.” 

Citing then the famous “Shreveport case,” the League’s opin- 
ion says that “federal regulations applicable to interstate opera- 
tors, whether contract or private, going beyond their interstate 
activities and purporting to regulate also their intrastate trans- 
actions, probably would be within the powers of Congress.” 


IMPROVEMENT OF HIGHWAYS 


Public works highways under construction by the states on 
December 16 were employing directly 130,566 men under the 
federal public works appropriation provided for in section 204 
of the national industrial recovery act, according to a tabula- 
tion of work in progress issued by the Bureau of Public Roads, 
U. S. Department of Agriculture, which says: 


This force of men was divided between contract and day labor 
projects as follows: 102,636 men on 2,053 projects let by contract and 
27,930 men on 582 projects on which the labor is employed directly by 
the highway authorities. 

The estimated cost of work under construction on December 16 
was $148,555,000, of which $134,451,000 was by contract and $14,104,000 
was by day labor employed directly by the highway authorities. 

Awards of 3,932 projects at an estimated total cost amounting to 
$203,224,000 have been made out of a total of 4,870 projects adver- 
tised for contract involving an estimated expenditure of $242,632,000. 

On December 16, the work advertised for contract or started by 
day labor employed by the highway authorities involved 56.8 per cent 
of the $400,000,000 provided for highways under section 204 of the 
national industrial recovery act. 

There were 365 projects, involving a total expenditure of $9,552,000 
reported by the Bureau of Public Roads as completed on December 
. Of these, 68 were completed during the week ending December 


COORDINATION OF TRANSPORTATION 


“Inland waterway transportation ought to bear the expense 
of keeping the rivers and canals in condition for such service,” 
asserts W. R. Lence, managing director of the Louisiana Tax- 
payers’ Association, in a letter to Coordinator Eastman. Mr. 
Lence said he believed that the coordinator would welcome 
suggestions from people who had no financial interest in any 
form of transportation, but who were concerned, as taxpayers 
and shippers, hence the making of suggestions by him. 

“Without centralized supervision coordination is impossible,” 
also said Mr. Lence. Following up the last quoted expression, 
Mr. Lence said: 


It would be foolish and absurd to establish a commission for each 
kind of transportation, and we think that one commission should 
have jurisdiction over them all. We believe that each kind of 
transportation now operating has its place, and that ample provi- 
sion should be made for each to function on its merits, Transpor- 
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tation agencies which now receive subsidies in any form from goy- 
ernment, national, state or sub-division, are not functioning on their 
merits. It is wrong fundamentally to tax all of the people to fur. 
nish cheap transportation to a few. The shipper ought to be able 
to foot up his freight bills and ascertain his transportation costs, but 
he cannot do so now; he must take his tax bills into consideration, 

Inland waterway transportation ought to bear the expense of 
keeping the rivers and canals in condition for such service. High- 
way transportation for hire ought to pay its proportionate part of the 
cost and maintenance of the highways. Airway transportation ought 
to stand the cost of: constructing and maintaining the airports, and 
railway transportation should bear all the expense of furnishing that 
service. As long as subsidies are paid the question of merit is left 
out of the picture. If the railroads cannot subsist on merit they have 
no right to exist at all, and the same is true of every other form 
of transportation. The shipper ought to bear the cost of transporta- 
tion, not the taxpayer. 

Regulation ought to be fair to all. The existing device, by which 
one form of interstate transportation is regulated and all others 
operate as free lances, is a monstrosity. 


TRUCKERS LOSE BLUE EAGLE 


National Recovery Administrator Johnson has announced 
the withdrawal of the Blue Eagle from Frank Arnold, a truck 
owner of Watertown, N. Y., against whom complaint was made 
that he was requiring a truck driver to work from 60 to 72 
hours a week for $7.50 a week, whereas the trucking agree. 
ment provides for a maximum of 48 hours a week averaged over 
a three-month period with a minimum wage of $14.48. The 
driver complaining against the employer, according to the 
N. R. A., stated that the employer informed him with respect 
to the complaint: “If anything comes of this, you are through.” 

He has also announced that surrender of its Blue Eagle has 
been demanded of the Cleveland Trucking Company of Glovers- 
ae N. Y. In a statement announcing this action, the NRA 
said: 


The Cleveland Trucking Co. of Gloversville, N. Y., was alleged 
to have required a truck driver to work 87 hours in one week and 
paid him only $23.50, whereas under the PRA the driver should have 
received not less than 30 cents an hour, or $26.10. The question of 
hours is not involved since the substitute code for the trucking in- 
dustry permits averaging to 40 hours per week over a three months’ 
period, and no charge of violation in this respect was submitted. The 
local compliance board reported that James L. Cleveland, proprietor 
of the company, failed to respond to its letters and notice of hearing. 


MOTOR TAXATION 


The National Automobile Chamber of Commerce in a brief 
filed with the House committee on ways and means has urged 
“the discontinuance of discriminatory federal levies on auto- 
motive products.” It says that while motor vehicle ownership 
had decreased 10 per cent since 1929, collections of special motor 
vehicle taxes had advanced steadily and this year “will attain a 
peak of $1,170,000,000, 26 per cent more than the 1929 total.” 

“State road building and highway bond service policies are 
dealt a severe blow by the invasion of the federal government 
into the field of special motor vehicle taxation,” it declares. 
“Direct and indirect employment on state and local road build- 
ing must be curtailed proportionately. Nearly 84 per cent of the 
billion dollars in special highway bonds issued from 1921 to 
1930 depend upon tolls, gasoline and registration taxes for pay- 
ment and interest. Wherever this revenue tends to diminish or 
dry up, then the states must resort to general property taxation 
in order to meet their obligations.” 


NEBRASKA TRUCK-RAIL COMPETITION 


E. P. Ryan, traffic manager, Grand Island, Neb., Chamber 
of Commerce, speaking of the complaint filed with the Nebraska 
state commission by the Nebraska Motor Transport Associa- 
tion against pick up and delivery service by the Nebraska 
railroads, says it seems strange that the competing truck lines, 
which are not regulated and may charge any rate they please 
for their service, are complaining because the railroads wish to 
reduce their charges to the shippers in order to retain some of 
the business they created. If competition is going to force the 
transportation charges higher, instead of lower, then the demand 
for additional transportation lines should be condemned, he says. 


TRANSPORT CODES 


The Trafic World Washington Bureau 


Codes of fair competition for the trucking and shipping 
industries were still in the making this week at the National 
Recovery Administration. The code for the trucking industry 
may be ready for submission to President Roosevelt in the near 
future. It is being perfected in conferences participated in by 
representatives of the American Trucking Association and NRA 
officials. 

The shipping code has not progressed as far as the truck- 
ing code. The proposed code for the inland water carriers of 
the eastern division of the United States which is expected to 
become a subdivision of the main shipping code may be com- 
pleted soon. 
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December 30, 1933 


In connection with severing his connection with the NRA, 
Joseph Scott, who was an assistant deputy administrator in the 
office of W. H. Davis, deputy administrator in charge of shipping 
codes, criticized delay in promulgation of a shipping code. 

At the NRA it was stated that the administration was not 
attempting to impose a code on the shipping industry but that 
the desire was for the industry to take the initiative. A hear- 
ing on the general shipping code was held early in November and 
there have been informal conferences held since that time. The 
view is held among NRA officials handling the matter that it 
takes time to work out a code for such an industry as that of 
shipping with its varied problems. 


FREIGHT FORWARDING CODE 


The code of fair competition for the domestic freight for- 
warding industry, effective December 28 (see Traffic World, Dec. 
23, p. 1130), provides for creation of a Code Authority to co- 
operate with the NRA administrator in the administration of the 


code. 
The board of directors of the Domestic Freight Forwarding 


Association, as a body, shall constitute the Code Authority, but 
shall not number more than ten voting members to which may 
be added, if the administrator so determines, an additional vot- 
ing representative from the members of the industry who are 
not members of the association, the method of whose selection 
shall be subject to the approval of the administrator. In addi- 
tion to membership as above provided, there may be not more 
than three members, without vote, to be appointed by the admin- 
istrator. That part of the code setting forth the powers and 
duties of the Code Authority and provisions as to rates and 
tariffs follows: 


7. (Article VI.) The Code Authority shall have the following 
powers and duties to the extent permitted by the act, subject to the 
right of the administrator, on review, to disapprove any action taken 
by the Code Authority. 

(a) To adopt bylaws and rules and regulations for its procedure 
and for the administration and enforcement of the code, in accord- 
ance with the powers herein granted, and to submit the same to 
the administrator for his approval, together with true copies of any 
amendments or additions when made thereto, minutes of meetings 
when held, and such other information as to its activities as the ad- 
ministrator may deem necessary to effect the purposes of the act. 

(b) To obtain from members of the industry reports in respect to 
wages, hours of labor, conditions of employment, and other matters 
pertinent thereto in order that the President may be kept informed 
with respect to the observance of the code, and to make reports avail- 
able to the administrator. 

(c) To make recommendations to the administrator for modifica- 
tions of the code. 

(d) To receive complaints of violations of this code, make investi- 
gations thereof, provide hearings thereon and adjust such complaints, 
and bring to the attention of the administrator for prosecution, recom- 
mendations, and information relative to unadjusted violations. 

(e) To use such trade associations and other agencies as it deems 
proper for the carrying out of any of its activities provided for 
herein and to pay such trade associations and agencies the cost 
thereof, provided that nothing herein shall relieve the code authority 
of its duties or responsibilities under this code and that such trade 
associations and agencies shall at all times be subject to and comply 
with the provisions hereof. 

(f) If the administrator shall so require, to create as an agency 
of the Code Authority, a joint industrial relations board, consisting of 
an equal number of representatives of employers and employes, and 
an impartial chairman elected by the members of the board, to deal 
with all matters in the code relating to hours, wages, and general 
labor provisions. The designated employes’ representatives shall be 
truly representative of the employes of the industry. ‘ 

(g) To cooperate with the administrator in regulating the use 
the N. R. A. insignia solely by those employers who have agreed to, 
and are complying with, this code. 

(h) To establish or designate an agency on planning and fair 
practice which shall cooperate with the Code Authority in developing 
fair _ and intra trade practices, and the stabilization of employ- 
ment, 

(i) The Code Authority shall, as soon as possible after the effec- 
tive date hereof, appoint three (3) individuals who shall, jointly with 
three (3) individuals appointed by any other transportation Code Au- 
thority, hear and determine, subject to the approval of the adminis- 
trator, any question which may be referred to them by either the 
Code Authority of this code or any other transportation Code Authority 
for adjudication. In case such joint committee fails or refuses to de- 
cide within ten (10) days any question submitted, the matter shall 
be referred to the administrator for final disposition. 

8. In addition to the information required to be submitted to the 
Code Authority as set forth in this article, there shall be furnished to 
government agencies such statistical information as the administrator 
may deem necessary for the purposes recited in section 3 (a) of the 
national industrial recovery act. 


Article Vil—Rates and Tariffs 


1. The Code Authority shall appoint committees on rates, tariffs, 
charges, and terminal rules and regulations for each freight service 
movement. Each committee shall have full authority to investigate 
into and make recommendations to the Code Authority for the par- 
ticular freight service movement. Each of such committees shall con- 
sist of representatives of each member of the industry who conducts 
business in all railroad freight association territories of the United 
States and of representatives of each other member of the industry 
who operates in the particular freight service movement under review. 

If the Code Authority shall find that such rates and tariffs are fair 
and reasonable and in the interest of fair competition and are not 
more than the rates and tariffs of common carriers, prescribed by or 
on file with the Interstate Commerce Commission for the same or 
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similar services, then such approved rates and tariffs shall become 
binding on all members of the industry on their effective date. Due 
opportunity for a hearing, however, shall be afforded by the Code 
Authority to dissenting members of the code, who, prior to the effec- 
tive date of the recommended rate, tariff or charge, file protest thereon 
with the Code Authority. 

All decisions and findings of the Code Authority in the matter of 
rates, tariffs, charges, and terminal rules and regulations relating 
thereto shall be subject to the right of the administrator, on his own 
motion or on complaint filed, to review, suspend or cancel any such 
decision or finding. 


AIR TRANSPORT IN 1933 


The summer ‘of 1933 witnessed the greatest increase in 
speed in the history of air transportation, as well as a new 
record for mileage flown, passengers and express carried, says 
a review of features of air transportation in 1933, issued by 
United Air Lines. 

From 1925 to 1927, typical cruising speed of commercial 
airplanes was around 100 miles an hour, says the review. By 
1932 this had increased to approximately 115 miles an hour, 
but with the placing in service of a large fleet of multi-motored 
passenger-mail-express transports, capable of cruising 171 miles 
an hour, the average for the country was increased to around 
150 miles an hour. 

“The public’s demand for high speed and more comfort 
is reflected in the design and construction of the new transport 
planes in service, and those being built, and the trend is to- 
ward multi-motored monoplanes of all-metal construction, with 
low landing speeds, it is stated. “The tendency is toward twin- 
engined transports, due to better performance, added depend- 
ability, and the public’s preference for planes of more than one 
motor. > 

“Air transport made substantial progress in 1933. The air 
mail-passenger lines flew more miles, carried more passengers 
and express than in any previous year, and increase in air mail 
loads the last half of the year brought the 1933 poundage up to 
that of the previous year. 

“The above increases, however, do not mean that the air 
transport industry had as large an income as in previous years, 
as the increased revenues from passengers and mail were af- 
fected by the sharp decrease in payments made by the Post 
Office Department for carrying air mail. 

“In line with the recovery program, the industry invested 
millions of dollars in new and improved airplanes in extension 
of ground facilities, and, in general, making its facilities better 
than ever before. The operators signed an air transport code 
providing for an increase of approximately sixteen per cent in 
personnel and'a twenty per cent increase in the payroll of an 
industry unique among all others, because it has steadily em- 
ployed an increasing number of men throughout the depression. 
This large increase in operating expense was agreed to despite 
the radical reductions in post office payments for the carriage of 
air mail, and these payments constitute from sixty to eighty 
per cent of the total air line revenues. 

“Typical of the faster schedules made effective in the year 
was the reduction from twenty-seven hours to 19% hours of 
United Air Lines’ coast-to-coast service. Operators have found 
that each time air travel has been speeded up, passengers and 
cargo have increased, and the length of the average airplane 
ride is now up to approximately 400 miles. Likewise, speedier 
planes have increased night flying, until business men are now 
traveling between points as distant as 2,000 miles without loss 
of business hours. 

“Air lines are now selling air transportation on its merits, 
and no longer is it a ‘romantic’ way to move people and com- 
modities. ‘The lines are aggressively seeking increased patron- 
age, and it is believed that, following the large investments made 
in 1933 to provide improved service, coupled with the additional 
work already done and to be done next year, that air transport 
will register increased passengers, express and mail during 1934.” 





AIRPLANE “FLIVVERS” 


An allotment of $500,000 to the aeronautics branch, Depart- 
ment of Commerce, for the development of inexpensive, volume- 
produced airplanes for private flying purposes has been an- 
nounced by the Public Works Administration. 

“According to aeronautics branch officials, private flying is 
on the decline in the United States and it is believed that present 
prices for planes is one of the chief causes of this decline,” said 
the P. W. A. 

“It is the plan of the aeronautics branch, in co-operation 
with other agencies and technical resources, to develop a type of 
a small plane which later could be sold to the public at an 
agreed-upon price. 

“It is believed that allotment will provide sufficient funds 
for working out a design that will be safe, durable and cheap 
enough to attract a substantial number of purchasers. It is 
proposed the government work to perfect the designs of the 
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plane, which would be available to private manufacturers for use 
for the benefit of citizens seeking inexpensive planes. 

“Confidence was expressed by the Department of Commerce 
that 10,000 of the planes could be sold a year after they are on 
the market, as the aeronautics branch has collected a list of 
some 50,000 prospects.” 


UNITED FLIES 60,000,000TH MILE 


United Air Lines announces that it has flown its 60,000,000th 
mile, the first time that any air transport system in the world 
has reached that figure. Another world’s record was the com- 
pletion of the 27,000,000 miles of night flying. The 60,000,000 
miles have been flown over 6,870 miles of airways linking forty- 
five cities in the nineteen states United serves directly. Forty 
million miles were flown on its mid-continent route, New York- 
Chicago-Pacific Coast, which has become the world’s busiest 
long distance airway. United’s 60,000,000 miles represents 
seven years of scheduled flying, but this year the company’s 
planes flew as far as the combined flying of the first three years. 


AIR TRANSPORT CODE 


W. A. Patterson, of Chicago, vice president of United Air 
Lines, has been elected chairman of the air transport code 
authority. Leighton W. Rogers, executive vice-president of the 
Aeronautical Chamber of Commerce, was chosen executive 
officer of the code authority. Other members of the code 
authority, which is administering the code of fair competition 
for the air transport industry, include: E. R. Breech, president 
of North American Aviation, Inc.; H. S. Martin, president of 
Pennsylvania Air Lines; L. D. Seymour, president of American 
Airways, and J. T. Trippe, president of Pan American Airways 
System. Temple Bowen, president of Bowen Air Lines, and 
T. E. Braniff, of Braniff Airways, are the other voting members 
of the code authority. They represent the operators who are 
not members of the chamber. The non-voting members of the 
code authority are W. W. Howes, Second Assistant Postmaster 
General, E. E. Hughes, deputy administrator of the NRA, and 
Eugene L, Vidal, director of aeronautics of the Department of 
Commerce. 


MONEY FOR WATERWAYS 


An allotment of $4,143,400 to the corps of engineers, War 
Department, for river and harbor improvements in various sec- 
tions of the country has been announced by the Public Works 
Administration. The locations of the contemplated improve- 
ments are as follows: Miami Harbor, Florida, $2,000,000; Mis- 
souri River (dredges), $1,360,000; Green Bay, Wisconsin, 
$625,000; Lake Charles Channel, Louisiana, $80,000; Pamlico 
Sound to Beaufort Harbor Channel, N. C., $41,400, and Tangier 
Channel, Va., $37,000. Describing the projects, the PWA said: 


Miami Harbor will be dredged to provide a channel 30 feet deep 
and 300 feet wide from the ocean to the present turning basin. This 
will enable ocean going vessels to use the harbor and will greatly im- 
prove port facilities and increase tonnage. 

The harbor at Green Bay, Wisconsin, will be deepened to 22 feet 
and widened to 300 feet. 

At Lake Charles, Louisiana, the channel from Sabine River to 
ane — will be restored to a depth of 30 feet and a width of 

eet. 

A channel 7 feet deep and 75 feet wide will be dredged from 
Pamlico Sound, through Core Sound, to Beaufort, North Carolina. 

At Tangier, Virginia, a channel 7 feet deep and 60 feet wide will 
be dredged from the town to Tangier Sound and an anchorage basin 
will be constructed. ; 

The dredges provided for in the allotment will be used to remove 
shoals in the Lower Missouri River. 


An allotment of $3,000,000 to the corps of engineers, War 
Department, for construction of a reservoir on the Tygart River 
in the Monongahela Basin about 2 miles above Grafton, West 
Virginia, also was announced by the PWA, which said: 


The purpose of the project is to provide stream regulation and 
flood control facilities on the Monongahela River and its tributaries 
besides improving navigation and flood control conditions in the Pitts- 
burgh, Pa., area. 

The reservoir, which will have a capacity of 327,000 acre feet, 
will create approximately 48,000 man-months employment. It will 
control 1,220 square miles of drainage area and will involve the re- 
location of nine miles of highway and three bridges. 


An allotment of $22,590,000 to the corps of engineers, War 
Department, to aid in financing the construction of fourteen 
reservoirs in the Muskingum Valley of east central Ohio also 
was announced by the PWA. The allotment was made on the 
application of the Muskingum Watershed Conservancy District, 
which has agreed to furnish an additional $22,715,000 to be 
used in the purchase of rights-of-way, flowage rights and other 
expenditures not directly involved in the actual construction of 
the reservoirs. 

Plans for the completed project, of which the total esti- 
mated cost is $45,305,000, contemplate a coordinated program 
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for navigation and conservation along the Muskingum River 
and its tributaries, which will also be of great importance ip 
improving flood control and navigation conditions along the 
Ohio River, according to the PWA, which said engineers esti. 
mated that the project would provide approximately 240,000 man- 
months of direct employment in addition to widespread indirect 
employment. The Muskingum Watershed Conservancy District 
is a public corporation created under the Ohio Conservancy Law, 
It has authority to levy assessments based on benefits to real 
property and also maintenance assessments to continue the 
operation of the project. 

Secretary of War Dern has approved an allotment of $110,006 
for improvement of the Saginaw River, Mich., in Saginaw, Mich., 
and for restoration of the channel depth to 16% feet. 


BONNET CARRE FLOODWAY 


Though a statement issued by the War Department indi- 
cated that the affected railroads in the New Orleans area had 
agreed to accept specified amounts of compensation from the 
government for the levee and flowage rights over and across 
their rights of way and tracks in connection with construction 
of the Bonnet Carre spillway and floodway, it was stated at the 
department that no information could be given out as to the 
names of the railroads and amounts of money because the matter 
was still in court. The statement issued by the department 
follows: 


The Secretary of War ahis issued the following letter, “To Whom 
It May Concern:”’ 

“The War Department of the United States is authorized by the 
act of May 15, 1928, to construct and operate above the city of New 
Orleans, Louisiana, at a site known as Bonnet Carre, a controlled 
spillway to discharge water during extraordinary floods, from the 
Mississippi River into Lake Pontchartrain. The law specifically pre- 
scribes that the discharge of excess floodwaters shall be under control. 

“The design of the Bonnet Carre spillway and floodway as out- 
lined in the flood control plan adopted by the act of May 15, 1982, 
contemplates that the spilllway and floodway shall be kept in proper 
condition to fulfill its function. 

“It is the intention of the War Department that the flow of water 
from the Mississippi River through Bonnet Carre spillway shall 
be controlled so as to preclude any substantial amount of drift pass- 
ing through the spillway and that the floodway shall be kept in such 
a state of maintenance that there will be no injurious collection or 
injurious passage of drift in the floodway through highway and rail- 
road crossings. 

“It is likewise the intention of the War Department that the 
flow of water in the floodway shall be so regulated that there will 
be no detrimental scour or fill at any place, and that there shall be 
such regulation of flow as to prevent injury to highway and railway 
structures crossing the floodway, which fulfill as to design the re- 
quirements of the War Department as outlined in permits granted 
and agreements entered into. 

“It is recognized that the design and character of the railroad 
crossings over the Bonnet Carre floodway must take into account 
the methods to be employed in operating the spillway and floodway 
and particularly the distribution of the flow of water. The represen- 
tations in this letter are made for the purpose of affording the rail- 
road companies information upon which they can rely in determin- 
ing the character of crossings which they are to build, and it is 
believed that such representations have influenced the railroad com- 
panies in agreeing to the amounts of compensation which they have 
accepted from the United States for the levee and flowage rights 
over and across their rights of way and tracks.”’ 





OMAHA RAIL-RIVER TERMINAL 


The War Department has announced approval of a request 
made by the chairman of the terminal committee of the Omaha 
Chamber of Commerce, Omaha, Neb., that a survey and plans 
be made by the Inland Waterways Corporation for a joint rail- 
river terminal at Omaha, In a statement it said: 

Under the conditions of the transportation act, it becomes part 
of the duty of the Secretary of War, as governor of the Inland Wa- 
terways Corporation, “to investigate the subject of water terminals, 
both for inland waterway traffic and for through traffic by water 
and rail, including the necessary docks, warehouses, apparatus, equip- 
ment and appliances in connection therewith, and also railroad spurs 
and switches connecting with such terminals, with a view to devis- 
ing the types most appropriate for different locations.”’ 

Under these conditions the Acting Secretary of War has approved 
the employment of a competent terminal engineer to prepare the 
plans and specifications requested by the proper city authorities of 
Omaha. 


ST. LAWRENCE-ILLINOIS WATERWAYS 


Attention to the report of the Chief of Engineers of the U. 
S. army, recommending additional expenditure of $15,530,000 on 
the Illinois waterway (see Traffic World, Dec. 16, p. 1092), was 
called at the White House this week in connection with refer- 
ences to the St. Lawrence waterway project. The improve- 
ments recommended for the Illinois waterway would provide a 
navigable channel, according to the report, with the amount of 
water from Lake Michigan allowed for diversion under the St. 
Lawrence treaty. It was believed that the administration would 
support the report of the Chief of Engineers as a means of 
removing Mississippi Valley objections to the St. Lawrence 
treaty on the ground that the diversion permitted by that treaty 
would not be sufficient to provide an adequate channel depth 
for the Illinois waterway link of the lakes-to-gulf waterway. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


NTERNATIONAL agreements among the nations of the world 

to reduce the excess of tonnage now in operation on the high 
seas are favored by shipping leaders in Europe, according to 
Robert C. Lee, vice-president of Moore and McCormack, who has 
recently returned from a business trip to Europe. He visited 
England, Germany, Belgium, Holland, the Scandinavian countries 
and Russia. He said he found through conversations with ship- 
ping men in these countries that they are almost unanimous in 
this opinion. 

He said many of these men shared his view that an in- 
ternational convention could be arranged for discussion of ship- 
ping problems and expressed the opinion that a plan by which 
each country’s shipping services would receive a fair share of 
the business could be agreed on. It is felt, he added, that com- 
petition on many trade routes is too keen to allow a fair profit 
for the operators, and that the nations which supply the pas- 
sengers and freight on these routes should have something to 
say about what lines should serve them. 

Mr. Lee said that although there was no desire indicated 
for a return to governmental operation of shipping, it was felt 
that, in working out an international agreement, the govern- 
ments of the countries were best qualified to handle the nego- 
tiations. A pooling agreement could then be worked out which 
would guarantee each operator a certain percentage of the 
revenue obtained, no matter what part of the trade each line 
carried. An agreement of this sort has been tried out success- 
fully in several trades, he added. 

American steamship companies operating to Russian ports 
will undoubtedly derive considerable benefit from the resump- 
tion of commercial relations between the United States and 
Russia, as the Russians are friendly toward American shipping, 
he said. The Russian merchant marine is of fair size but is 
engaged mainly in the coastwise and nearby trades and although 
some fair-sized vessels are being built in Russian yards it is not 
likely that operations will be extended to world trade routes 
for some time to come. 


Racketeering on Piers 


The New York Shipping Association has been asked to take 
definite steps to end alleged racketeering practices on New York 
piers by loaders, Louis K. Comstock, president of the Merchants’ 
Association of New York, announced in a statement. 


Mr. Comstock said that he was making the memorandum 
to the New York Shipping Association public “in order that the 
public may be fully aware that the scandalous practices which 
have been complained of at our piers for many years are con- 
tinuing. 

“An impression seems to have been created,” he continued, 
“that conditions are not as bad as they were at one time. There 
may have been an improvement on certain piers but the in- 
stances which we have cited, all of recent occurrence and fully 
vouched for by persons believed to be reliable, even though their 
hames must remain anonymous in order to assure their personal 
safety, show that the loading racket is still in full swing and 
that it is up to the public as well as to all of those who have 
anything to do with the piers to take prompt steps to correct it. 
We think that the best method of correcting it is to follow the 
procedure 
Association.” 

The communication, which contained excerpts from a num- 
ber of specific complaints from freight brokers, consignees of 
freight and truckmen, said in part: 


A group of men, so-called ‘‘public loaders,’’ infest freight ter- 
minals and, principally through strong-arm methods, enforce an un- 
necessary tax estimated at many millions of dollars annually against 
a large volume of traffic destined to or moving through this port. 
These public loaders have a procedure which is a law unto itself and 
while a majority of them seem to belong to a labor union, which is 
affiliated with the International Longshoremen’s Association in some 
manner, there apparently is no one who can or will exercise control 
over the manner in which they operate. 

_ Under the existing method of operation the receiver of freight or 
his truckman must engage the so-called public loader when picking 
up shipments at the majority of freight terminals in greater New 
York—though his services may be unnecessary—to load freight from 
pier floor onto trucking equipment, at the basic rate of three cents 
per 100 pounds, although many complainants state that they are often 
compelled to pay much more than this amount. At many piers or 
Stations trucks are unreasonably delayed for hours, as it seems the 


in our communication to the New Yrk Shipping 





loaders permit but few in their ranks so that their revenue may be 
greater. Consignees often desire and are equipped to load their own 
trucks to avoid this expense and delay, but, nevertheless, they are 
compelled by coercion to pay the loaders. 

It is evident that the conditions complained of exist because of 
intimidation, physical violence and sabotage on the part of these 
loaders. This practice works a distinct hardship on legitimate busi- 
ness; it is diverting business from the Port of New York and many 
claim that it is a most reprehensible form of racketeering. This prac- 
tice does not exist in any other competing city. Unfortunately the 
aggrieved parties lodging protests with us for the most part do not 
want their identities disclosed as they are in fear of reprisals. 


Holiday Dulliness 


Holiday dullness was reflected in practically every branch 
of the full cargo trades in the week just past. A single grain 
fixture, one sugar cargo and a few West Indies and Canadian 
time charters made up the volume of the week’s businss. Tanker 
chartering was proportionally reduced, although this division still 
is the most active of the entire market. 

The grain fixture was a steamer to load 24,000 quarters from 
the Atlantic Range to Norway for December-January, done 
abroad on private terms. In spite of the lack of full cargo fix- 
tures in the grain trade, berth bookings have been very good 
of late. 

No trans-Atlantic sugar business was reported, the only 
cargo being a steamer of 2,785 tons from Santo Domingo to San 
Francisco at $3.50 for December loadiing. 

Another steamer was closed to load scrap iron for Japan, 
a 3,005-ton vessel from the gulf at 12s 3d, free loading and dis- 
charge, for late January. 

A number of tanker fixtures from the gulf to European des- 
tinations were consummated, among them a 10,000-ton boat for 
a clean cargo to United Kingdom-Continent at 8s 6d for January 
and a 7,000-ton vessel, crude oil, from the gulf to north Spain 
at 7s 9d with option for south Spain at 8s 3d, also for January. 

Pacific coast chartering has continued unabated, however. 
Among the fixtures were several from north Pacific ports to 
Shanghai with wheat, two steamers from San Francisco to Vladi- 
vostok with salt, for prompt loadiing, and a 9,000-ton vessel 
engaged on time charter for one trip, delivery north Pacific, 
redelivery Australia, for January loading, done on the basis of 4s. 
One steamer was closed for general cargo from British Columbia 
to the United Kingdom at 20s f. i. o. for January. 


INTERCOASTAL AGREEMENT 


The new agreement of the United States intercoastal con- 
ference (see Traffic World, Dec. 23) was approved by the De- 
partment of Commerce to become effective January 1, 1934. 
The action was taken on the recommendation of the advisory 
committee of the Shipping Board Bureau of the department. 
The Nelson Steamship Company, signatory to the agreement 
which the new one displaces, urged the bureau not to permit 
the new agreement to become effective. The text of the agree- 
ment as approved follows: 





This Memorandum of Agreement made in the city of New York, 
by and between the parties signatory hereto on the seventh day of 
December, in the year 933, 

Witnessth: 

1. Preamble—That the parties undersigned and others who may 
sign, common carriers by water, engaged in operating vessels in the 
intercoastal trade of the United States of America hereby associate 
themselves together in a Conference to be known as United States 
Intercoastal Conference, to promote commerce between ports of the 
Atlantic coast and of the Pacific coast of the United States of America, 
and of the Dominion of Canada (and of Alaska), for the common good 
of shippers and carriers, for establishing reasonable rates and 
charges for the transportation of merchandise, and for providing 
just and economical cooperation between the steamship lines operat- 
ing in said trade; and to the accomplishment of these ends the par- 
ties hereby severally agree with each other as follows: 

2. Freight Collections—The members of the Conference shall 
charge and collect all freight and other charges for the transporta- 
tion of merchandise carried by them and/or by any vessels owned, 
chartered and/or operated by them or for which they may act as 
agent, between the aforementioned ports, in currency of the United 
States of America, or its equivalent, on actual gross weight or meas- 
urement of the cargo, strictly in accordance with the rates and 
charges and rules and regulations which may be adopted by the 
Conference. 

. No Discrimination—The members of the Conference shall not 
unjustly discriminate against, and shall make no discount, payment, 
rebate or return of any description, directly or indirectly, to any 
shipper, contractor, broker, consignee, or other receiver of any cargo 
of any nature whatsoever; and shall not employ any person, firm or 
corporation as a representative to whom or to which the payment 
of compensation will serve as a payment, rebate, refund or pref- 
erential consideration in violation of the spirit of this agreement. 
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The several members shall keep on file with the Conference Chairman 
up-to-date lists of their respective offices and lists of their respective 
agents and representatives working on a commission basis, and loca- 
tion thereof, and shall promptly notify the chairman of all changes. 
The responsibility of member lines under this paragraph in respect 
of such agents or representatives working on commission basis shall 
be the same as that in respect of regular salaried employes. 

4. No Freight Brokerage—No freight brokerage shall be paid on 
any cargo, either eastbound or westbound, within the scope of this 
agreement, except as may be permitted by unanimous agreement. 

5 (a). Conference Government Quorum—Members of the Confer- 
ence will abide and the Conference shall be governed by rules and 
regulations to be adopted unanimously by the members with forty- 
eight (48) hours’ notice of meetings. 

(b) Three-fourths (%) of the members of the Conference shall 
constitute a quorum at any regular called meeting of the Conference 
to deal with matters not requiring unanimous agreement. 

6. Relations with Other Conferences—This Conference may meet 
with any other approved Conference for the purpose of discussing and 
agreeing upon any and all matters (including rates of freight) of 
mutual interest. 

7. Classification of Lines—There shall be two classes of lines 
westbound, viz.: “A” and “B.” Lines sailing not more frequently 
than an average of ten days with advertiseg transit time of twenty- 
one days from last loading port north of Hatteras (twenty days from 
Hampton Roads) shall be ‘“‘B” lines and shall quote ‘‘B’”’ line rates 
westbound. All other lines shall quote ‘‘A” rates westbound. Right 
of any line to change from one class to another is recognized, but 
no line shall be in both classifications at the same time. ‘A”’ line 
services will not operate out of ports south of Philadelphia and 
Delaware River ports. 

There shall be but one class of lines eastbound, and all lines east- 
bound shall quote parity of rates on all commodities, including lumber 
and lumber products. 

8. Rate Schedules—Westbound, the ‘‘A’”’ lines shall charge two 
and one-half cents (24%c) per 100 pounds on both carload and iess 
carload lots over the rates charged by the ‘‘B”’ lines on those items 
covered by Handicap List which list is included in Uniteq States 
Intercoastal Conference Westbound Tariff No. 1 duly filed with the 
United States Shipping Board June 1, 1933. Said list may be amended 
from time to time by unanimous vote. 

9. (a) Port Equalization—Port equalization will be permitted all 
lines on westbound tariff items covered by the so-called ‘‘Port Equal- 
ization List,’’ which shall be in tariff referred to in paragraph (8). 
Port equalization is not to be applied unless the rates from point of 
origin into the port of exit equals or exceeds nine cents (9c) per 100 
pounds and is not to exceed the actual difference in like kinds of 
transportation from the point of origin to the port of exit subject to a 
maximum equalization of three cents (c) per 100 pounds, except in 
the application of this rule to Chester, Pennsylvania, as below indi- 
cated (see “b’’). Equalization is not permitted of any difference in 
the charges assessed or claimed, for delivery of freight by private, 
public or government-owned dray, truck or similar conveyance; nor 
is equalization permitted to any extent of charges assessed or claimed 
for transportation of vehicles or parts thereof, moving under their 
own power or through the medium of some other form of transportation 
on the public highways, Said list may be amended from time to time 
by unanimous vote. 

(b) In respect of Chester, Pennsylvania, it is permitted to 
equalize carload rail traffic at Philadelphia as an exception to the 
nine<cent limit rule and exceeding the three-cent maximum, afore- 
said (see ‘‘a’’). , , fae 

(c) No port equalization shall be applied by any line within the 
list of handicap items, with the following specific exceptions: 

(1) Dollar Line—up to 250 net tons of iron or steel, handicap or 
non-handicap items per steamer from New York on ‘A”’ rate basis. 

(2) Panama Pacific Line—up to 250 net tons of iron or steel, 
handicap or non-handicap items, per steamer from New York on 
**A” rate basis. 

(3) Grace Line—up to’250 net tons iron or steel out of handicap 
list per steamer from Philadelphia on “‘A”’ rate basis. 


(4) Specific equalization privileges on the quantities of iron 
and steel per steamer mentioned in Nos. 1-3 above are non-cumula- 
tive, but the measure of port equalization allowed in these specific 
privileges on iron and steel mentioned in Nos. 1 ang 2 above may 
be the actual difference between the rail rates from point of origin 
to port of exit, subject to a maximum of six cents (6c) per 100 pounds, 
without prejudice to section ‘‘a’’ foregoing. 


(5) All lines reserve the right to fully equalize on the Pacific 
coast with lines engaged in intercoastal traffic who also operate Pacific 
coastwise services, and with intercoastal lines engaged in Pacific 
coastwise service on traffic destined beyond. 

(d) No carrier shall apply port equalization in connection with 
traffic originating locally at another port from which service is main- 
tained by any other Conference line, with the exception of Chester, 
Pennsylvania, as above provided for (see ‘‘b’’). 

(e) The right of equalization shall not be used to offset any 
disabilities existing between carriers in the same port, except in 
respect of receiving and delivering stations agreed on in New York 
Harbor (see paragraph 10), and no equalization shall be made in 
respect of transfer, cartage, lighterage, wharfage or unloading 
charges, in the same port, except as provided by tariff rules and 
regulations. 

(f) There shall be no port equalization on eastbound cargo. 

10. Absorptions. No line, except in respect of receiving and de- 
livering stations agreed on in New York Harbor shall directly or in- 
directly absorb at loading or discharging ports, or elsewhere, cart- 
age, lighterage or connecting carriers freights, except as may result 
from permissible port equalization as above provided for (paragraph 
9), and no line, except in New York Harbor, shall maintain any 
station, warehouse, or other facility for receiving and delivering cargo 
except that at which carrying steamer berths for loading, except as 
shall be provided by tariff rules and regulations. In the event that a 
Store-door Delivery and Pick-up Plan at New York, which is now 
under discussion, shall be adopted, the same shall supersede receiving 
and delivering stations at New York, which stations shall thereupon 
be discontinued. 

11. Executive Committee—An executive committee of five mem- 
bers shall be elected by ballot. The executive committee shall have 
charge of the employment of the rate committee, leasing of quarters, 
preparation of budget, calls for remittances and such other matters 
as generally come under the jurisdiction of such a committee, The 
principle of rotation in office shall be observed, having regard to the 
representation of the several member lines from time to time. 

12, Rate-Making Machinery—(a) A paid neutral rate-making 
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body of three shall be selected by the executive committee to make 
by unanimous vote, all rates (including import rates as covered by 
Section 4 of Eastbound Freight Tariff 2-A, S. B. 1 No. 2 and supple. 
ments thereto, duly filed with United States Shipping Board), except 
those on refrigerator cargo and eastbound lumber. Their decision 
shall be subject to review within one week following receipt by the 
member lines of advice of their action. Any rate protested by a 
member, in writing, shall be set aside for review at meeting of mem. 
ber line executives or chief traffic officers, under secret ballot; three. 
fourths (3/4) vote shall be required to invalidate action of the com. 
mittee. 

(b) When filing protests, members will state in full their objec. 
tions and if after further review the rate committee unanimously 
decides to submit no alternative proposal, a resume of member's ob. 
jection will be circulated among the lines in the rate proposal review 
pong tee covering, rate committee deleting the name of objecting line 
or lines. 

(c) When the rate committee is unable to reach a unanimous 
decision, they shall submit to the Conference majority and minority 
reports for Conference consideration, and a three-fourths (3/4) vote, 
by secret ballot shall be required to validate either majority or mi- 
nority recommendation; then, if no decision can be reached, the Con- 
ference may validate by three-fourths (3/4) vote, by secret ballot, any 
alternative proposal that may be submitted by a member. ; 

(d) Requests for rate adjustments, which in the opinion of the 
rate committee warrant immediate action, may, after having been 
passed on by the rate committee, be placed on docket not less than 
twenty-four (24) hours before any regular or special meeting. Pro- 
posal bulletins covering shall indicate necessity for special procedure 
which will automatically waive the review period of one week as per 
paragraph (a). 

(e) In the case of emergency request for account of United 
States Government, rate committee after making its decision js 
authorized to take a telephone poll of member lines, only if and when 
in the judgment of the rate committee action is necessary prior to the 
next regular or special meeting of the lines. Three-fourths (3/4) vote 
is necessary to invalidate any such unanimous proposal of the rate 
committee. If a split recommendation, procedure will be as per para- 
graph (c). 

13. Lumber Rates Eastbound—Lumber rates shall be fixed by 
two-thirds (2/3) vote of all signatory lines. In case no rate can be 
agreed upon under this procedure within ten days after the first meet- 
ing called for consideration of rate, then the rate in effect shall auto- 
matically continue. 

14. Refrigeration Rates—Refrigeration rates shall be made by 
two-thirds (2/3) vote of the lines having refrigerator equipment in 
their steamers, and must, in all cases, be higher than the rates for 
like cargo carried in ordinary stowage. 

15. Cargo Commitments—Each line which is or may become party 
hereto shall file with the Conference Chairman within ten days after 
request therefor by the Chairman, to be used for rate-making pur- 
poses only, a sworn, sealed statement of all its forward commitments, 
giving expiration dates, tariff item numbers, commodities, rates and 
maximum and minimum average monthly tonnages. 

16. No Free Split Delivery—Tariff rules shall not permit free split 
delivery, but shall include a rule in conformity with decision of the 
United States Shipping Board fixing a minimum charge of ten cents 
(10c) per 100 pounds on the entire shipment when split delivery is 
required. 

17. Pacific Coastwise Trade—(a) No intercoastal line signatory 
hereto shall enter Pacific Coastwise trade without joining Pacific 
Coastwise Conference, subject to agreement that no Pacific Coast- 
wise Conference line shall enter intercoastal trade without joining 
the United States Intercoastal Conference, 

Charters Subject to Conference Rates and Conditions—(b) No ves- 
sel owned or controlled by any member of this Conference or by a 
parent, subsidiary, affiliated or associated company or organization 
shall be permitted by any of them to operate whether under charter 
or any other arrangement in the trade covered by this Conference, 
except in accordance with Conference rates, rules and regulations; 
nor shall any such vessel be permitted by any member or other party 
of aforesaid to operate in any other branch of the intercoastal trade 
except in accordance with the rates, rules and regulations prescribed 
under such Conference Agreement (approved under Section 15 of the 
Shipping Act) as covers such other branch of the intercoastal trade. 

18. No Unfair Practices—All rates and practices snall be fair and 
reasonable and not in conflict with the provisions of Shipping Act, 
1916, as amended. 

19. Open Membership—Any person, firm or corporation engaged in 
said intercoastal trade may hereafter become a party to this agree- 
ment upon the consent of three-fourths (3/4) of the parties hereto, 
by affixing his, their or its signature hereto and thereupon shall abide 
and be bound by this agreement in all respects as if an original 
signatory. 

20. Loss and Damage Claims—The Conference will study the 
subject of loss and damage claims, and if practicable, will adopt a 
code for the uniform handling of such claims for the purpose of as- 
suring equitable treatment of all claimants. 

21. Expenses—(a) The Conference expenses shall be borne pro 
rata by the member lines on the basis which each line’s westbound 
cargo in short tons bears to the total westbound carryings of the 
member lines in short tons. Payment shall be made within ten (10) 
days after call is made therefor. ’ 

(b) The net expense of the publication of tariffs in compliance 
with Intercoastal Shipping Act, 1933, after deducting the income from 
sales of tariffs to subscribers, shall be apportioned, share and share 
alike, among the members; any profit which may be derived from 
subscriptions to tariffs, after deduction of the publication expense, 
shall likewise be divided equally among the members. New members 
admitted in addition to original signatories of this agreement shall 
pay an equitable proportion of tariff expense. 

22. Tariff Rules—Tariff rules and regulations, both eastbound and 
westbound, shall be those published and filed June 1, 1933, with the 
United States Shipping Board, and as amended thereafter. No 
changes in tariff rules or regulations are to be made except by 
unanimous vote of the members. 

23. Pool Contribution and Distribution—(a) Effective January !, 
1934, a pool is hereby established to the extent of three per cent of 
the intercoastal ocean freights, eastbound and westbound, according 
to the steamer’s manifests or bills of lading (excluding arbitrgries 
and accessorial charges) of the several member lines, to be computed 
on the extended ocean freights, which moneys shall be paid into the 
Conference by the several members monthly for distribution as below 
provided; however, that the pool shall not include refrigerator cargo, 
passenger fares and baggage, passengers’ automobiles, or cargo to or 
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from Hawaiian Islands or foreign transshipment cargo handled on 
through bills of lading or revenue derived from handling mail. 

(b) Payments into the Conference on both eastbound and west- 
poind ships shall be made unconditionally on or before the thirtieth 
day after sailing (Jan. 1, 1934, or later) of each steamer from final 
fort of loading. 

(c) Out of the moneys so received by the Conference up to 
eighty thousand dollars ($80,000.00) per month there shall be appor- 
tioned and paid to each “‘B’”’ member line a share in accordance with 
the relationship or proportion which each “B’’ member line's sailing 
frequency bears to the “‘frequency days’”’ of all the ‘‘B’’ member lines 
added together. 

(d) In the event that the pool moneys received by the Confer- 
ence in any month exceed eighty thousand dollars ($80,000.00) then 
the excess Over that sum shall be divideq between the ‘“‘A’”’ line group 
and the “B’’ line group on the basis of the total frequency of the two 
groups so that the ‘‘A’’ lines shall receive such proportion of such 
excess as the total frequency days of the several ‘‘A” lines added 
together bears to the total frequency days of both the ‘‘A’’ lines 
and the ‘‘B” lines, and the “‘B” lines shall receive the balance of such 
excess. The ‘‘B” lines’ proportion of such excess shall be divided 
between the ‘“‘B” lines according to frequency on the principle set 
forth in paragraph (c), ang the ‘‘A”’ lines’ proportion shall be divided 
among them equally, share and share alike, subject, however, to the 
right of any “A” line after three months to require an adjustment 
of the division within the ‘‘A’’ group. 

(e) Thirty (30) days’ frequency shall be the lowest frequency to 
be taken into calculation, but it is a condition, that any line partici- 
pating in the “B’’ pool distribution must maintain a minimum of 
three sailings per quarter (force majeure excepted) to be entitled to 
participate in the distribution. 

(f) Final pool distribution to member lines shall be made on 
quarterly basis, but provisional payments to the extent of approxi- 
mately seventy-five (75) per cent will be made on a monthly basis. 
The amount of moneys payable to the Conference for distribution shall 
be certified by a sworn statement of an executive officer of each line 
at the end of each quarter to enable closing of the pool account for 
such quarter. 

24. Violations—Alleged violations of this agreement shall, if 
proven after proper hearing before the Conference, be compensated 
for by the offending line in such sum as three-fourths (%4) of the 
lines present at a meeting called for that purpose shall fix, charging 
line and offending line being without vote; maximum payment to be 
four times the freight money involved, and each line which is or may 
become party to this agreement undertakes to pay said sum, in event 
of proved violation by it, within ten days to the Conference Chairman 
.—— by him to all other lines in the Conference, in equal 
portions. 

25. Surety Bond—Each signatory line shall post with the Confer- 
ence Chairman on or before February 1, 1934, an approved surety 
bond or bank guarantee in the sum of ten thousand dollars ($10,000.00) 
to insure fulfillment of this agreement. 

26. Agreement of May 13, 1933, Superseded—This agreement super- 
sedes in all respects as of January 1, 1934, United States Intercoastal 
Conference agreement dated May 13, 1933, duly approved by the United 
States Shipping Board May 25, 1933, but does not prejudice payment 
after January 1, 1934, of pool moneys accrued prior to said date ac- 
cording to formula in said agreement of May 13, 1933. 

27. Approval of Agreement—This agreement is subject to ap- 
proval by the United States Shipping Board Bureau, Department of 
Commerce, in accordance with the provisions of Section 15 of the 
Shipping Act, 1916, and upon such approval this agreement shall 
become valid and irrevocably binding upon the parties hereto from 
January 1, 1934, to April 30, 1934, and indefinitely thereafter, but 
subject nevertheless to the right of any line which is or may become 
a party hereto to withdraw from this agreement upon giving sixty 
(60) days’ prior written notice to the chairman, such notice not to 
become effective, however, until the end of a calendar month. During 
the period before its notice of withdrawal so becomes effective, such 
line shall remain bound by all the provisions of this agreement, as 
if it had not given notice, and such withdrawal shall not prejudice 
any accrued obligations. 

In Witness Whereof, the parties hereto have caused this agree- 
ment to be executed by their respective officers or agents thereunto 
duly authorized as of the day and year first written above. 

American-Hawaiian Steamship Company, Edward P. Farley, 
chairman executive committee. 

Argonaut Steamship Line, 
president, 

(Arrow Line) Sudden & Christenson-Los 
Company, Sudden & Christenson, managing agents, W. P. 
(by telegraphic authority). 

Dollar Steamship Lines, Inc., Ltd., G. S. Hinkins, general manager. 

_ (Grace Line) Panama Mail Steamship Company, J. W. Chapman, 
vice-president. 

Isthmian Steamship Company, John McAuliffe, president. 

Luckenbach Steamship Company, Inc., Oliver P. Caldwell, F. T. M. 

McCormick Steamship Company, Geralg A. Dundon, Atlantic Coast 
manager. 

(Panama Pacific Line) American Line Steamship Corporation, 
International Mercantile Marine Co., agent; by E. H. Cocke, assistant 
general manager. 

_ Pacific Atlantic Steamship Company (Quaker Line), R. A. Nicol, 
vice-president. 

(Pacific Coast Direct Line, Inc.) Weyerhaeuser Steamship Com- 
pany, L. C. Howard, agent. 

Williams Steamship Corporation, C. M. 
treasurer. 


Inc., James A. Farrell, Jr., vice- 


Angeles Steamship 
Rudrow 


Fedderman, assistant 


BIDS ON BROOKLYN PIERS 


The Department of Commerce, through the Shipping Board 
Bureau, has received bids for operation of Piers Nos. 3 and 4 of 
the Army Supply Base, situated at the foot of Fifty-ninth street, 
Brooklyn, N. Y., for a term commencing March 1, 1934, and to 
end at 12 o’clock midnight on December 31, 1936. The following 
bids were received: 


Atlantic Tidewater Terminals, 50 od cent of the gross revenue 
from use and operation of these two piers, but in no event less than 
$151,000 per annum. Atlantic Tidewater Terminals also offered to 
renew its former lease on the property, which was dated November 
8, 1928, and expired December 1, 1933, upon the same terms and con- 
ditions except that the minimum rental be reduced from $160,000 
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provided in that lease to $144,000 per annum. Atlantic Tidewater 
Terminals are now operating the property temporarily until the new 
contract becomes effective. 

Piers, Inc., submitted a bid of 56 per cent of the gross revenue 
derived from the use and operation of Piers 3 and 4, but in no event 
less than $150,000 per annum, and under Proposition No. 2, of No- 
tice to Bidders, offered 51 per cent of gross revenue derived only 
from Pier 3, but in no event less than $20,000 per annum. 

North Atlantic Terminal Service, Inc., submitted a bid covering 
Proposition No. 2, in Notice to Bidders, of 70 per cent of gross rev- 
enue derived only from Pier 3 and in no event less than $10,000 per 
annum. 


The bids were referred to the Merchant Feet Corporation 
for report. 


INTERCOASTAL PASSENGER FARES 


The Trafic World Washington Bureau 


The Panama Mail Steamship Company (Grace Line) and 
the Dollar Steamship Line, protestants against the suspended 
passenger tariff (SB-I No. 2) of the American Line Steamship 
Corporation (Panama Pacific Line), carrying new individual 
and joint fares, classifications, regulations and practices for 
application between New York and Pacific coast ports via the 
Panama Canal, in the hearing before Examiner Lansdale, of 
the Shipping Board Bureau (see Traffic World, Dec. 23), sub- 
mitted testimony in support of their contentions that the tariff, 
if permitted to become effective, would have adverse effects on 
the intercoastal passenger business. Under the proposal the 
Panama Pacific Line would abolish tourist class fares and es- 
tablish only first-class fares. Daulton Mann, vice-president of 
the Grace Line, and Dean J. Hanscom, assistant general pas- 
senger agent of the Dollar Line in New York, both asserted 
if the tariff became effective other intercoastal passenger lines 
would have to reduce their rates. Objection was made both 
to the proposal of the Panama Pacific to abolish class distinc- 
tions on its vessels and to the accompanying rate revisions. 
Mr. Hanscom said the Dollar Line, to maintain the same dif- 
ferentials it now had under the Panama Pacific rates, would 
have to reduce the minimum first-class rate on the “502” ships 
from $165 to $60 and on the “535” ships from $200 to $95. 
Examiner Lansdale fixed January 10 for submission of briefs. 


NELSON LINE TARIFFS SUSPENDED 


Acting on protests of the Gulf Intercoastal Conference and 
others, the Department of Commerce has suspended until May 
2, 1934, tariffs filed by the Nelson Steamship Company (S. B.-I 
No. 1 and S. B.-I No. 2) publishing class and commodity rates 
between Gulf and Pacific ports effective January 2. The divi- 
sion of regulation and traffic of the Shipping Board Bureau will 
make an investigation with respect to the tariffs. 

The Stockton (Calif.) Port District, by B. C. Allin, director 
of the port, had petitioned for approval of the Nelson tariffs 
and for denial of the petition of the Gulf Intercoastal Confer- 
ence asking for suspension of the tariffs, “in view of the fact 
that said conference and/or its individual members are violat- 
ing the shipping act of 1916, and the Nelson Steamship Com- 
pany proposes to rectify this violation in so far as they may be 
able and protect the shipping public through giving a service 
to the area tributary to Stockton, which said service has been 
denied by the Gulf Intercoastal Conference and/or its individual 
members in violation of section 16 of the shipping act of 1916. 

Mr. Allin said the port district had requested service of the 
Gulf Intercoastal Conference and that it had been denied. 


RATES TO STOCKTON PORT 


Arguments for a reduction in railroad freight rates so that 
interior California shippers of dried fruits and canned goods 
may have the benefit of a $6,000,000 waterway improvement made 
by the government are made in a brief submitted by the com- 
plainants in Nos. 26162 and 26163, Stockton Port District vs. 
Southern Pacific et al., signed by B. C. Allin, director of the 
Stockton port, Thomas S. Louttit and J. Richard Townsend, at- 
torneys for the complainant. They contend that the present 
rates on dried fruits, for movement in interstate and foreign 
commerce, from Fresno, Calif., to Stockton, Calif., and the rates 
on canned goods from Turlock, Calif., to Stockton are so high 
that the railroads are not “furnishing transportation” within the 
meaning of the law. They assert that “the sole reason for the 
construction of the Stockton deep water project and for the 
expenditure of the $6,000,000 of public funds was to effect savings 
for shippers and receivers of freight in the central valleys of 
California in their aggregate freight charges on water-borne 
traffic by shipping via Stockton instead of via other ports.” 

In No. 26163 the complainant asks for a rate on dried fruits 
of 9 cents, including the unloading of cars, from Fresno to 
Stockton, or 7.5 cents without unloading in place of a rate of 15 
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cents, minimum 30,000 pounds. In No. 26162, a rate of 6 cents, 
including unloading of the car, is sought on canned goods, or 4.5 
cents without unloading, in place of a rate of 10 cents on a 
minimum of 36,000 pounds. 

The existing rail rates, the brief asserts, are so high that 
no traffic moves thereunder and that therefore the carriers fail 
in their duty to “provide and furnish transportation.” 

Similar complaints are pending before the California com- 
mission with similar prayers as to intrastate rates. 

The purpose of these cases, the brief declares, is to secure 
the cooperation of the rail carriers in the development of the 
water route via Stockton. The relief sought, it is asserted, will 
be beneficial to the rail carriers, the shippers and the general 
public. Until such rail rates are established, the brief declares, 
the shipper cannot afford to use the rails, the necessary steam- 
ship service cannot be obtained for Stockton and many of 
those who control the routing of traffic will not feel justified 
in using the route via Stockton. At another point is is declared 
that the railroads are not now functioning. 

Inclusion of unloading in the rates is suggested on account 
of allowances it is asserted the railroads make at San Francisco, 
with which Stockton is now blanketed in the rates on the com- 
modities involved. 


PORT OF HOUSTON. TRAFFIC 


The New York Cotton Exchange market report December 

15 shows Houston in the lead in cotton exports for the season 

“beginning August 1, a total of 1,243,837 bales saving been 
shipped to foreign countries compared to 1,059,152 for similar 
period of 1932. The same report indicates shipments of 916,381 
bales from Galveston compared to 876,612 last season, and New 
Orleans 586,634 compared to 723,987 in 1932. 

The total receipts at Houston—1,748,957 bales—were slightly 
under the record of the previous season, when 1,861,505 bales 
were received, and the stock in Houston warehouses August 
15—1,569,104 bales—was nearly 200,000 less than the previous 
year. 

The greatest increase in exports has been to the Orient, 
amounting to somewhat over 100,000 bales over the previous 
season, exports to the continent of Europe being about 86,000 
bales less than 1932. 

Traffic on the Houston Ship Channel for November amounted 
to 1,435,209.5 tons, an increase of 28.58 per cent over the same 
period of 1932, with vessel arrivals and departures of 229 each, 
or a total of 458 movements, compared with 400 vessels for 
November, 1932. 

Increases are noted in imports, exports, inbound and out- 
bound Atlantic, inbound Gulf and inbound Pacific, but the out- 
bound Gulf and outbound Pacific show a slight decrease. 

For the period January 1 to November 30, 1933, a total of 
15,517,278.1 tons of cargo valued at $375,521,599 was handled. 
showing an increase of 20.96 per cent over the same period of 
1930, which was the previous banner year for the port of 
Houston, and 30.52 per cent and 37.00 per cent over the same 
period of 1931 and 19382. This movement the first eleven months 
of 1933 exceeded the total of any previous caleridar year. In 
carrying this cargo 2,275 ships entered the port with 2,272 de- 
parting, an increase of 15.76 per cent over the movement for the 
same period of 1932. 


WATER CARRIER AGREEMENTS 


The following agreements, and cancellation and modification 
of agreements, filed in compliance with section 15 of the shipping 
act, 1916, as amended, have been approved by the Department 
of Commerce: 


Portuguese Rate Agreement (Conference Agreement No. 231).— 
Agreement fixing rates of passage and commissions to agents in 
connection with passenger traffic between New York, Boston, and 
Providence and Lisbon and the Azores. 

2618—United Ocean Transport Company, Ltd., and American- 
Hawaiian Steamship Company: The parties to this agreement pro- 
vide for through transportation from Japanese ports to United States 
Atlantic coast ports, with transshipment at Los Angeles Harbor 
and/or San Francisco, and/or Seattle and/or Tacoma. 

2663—Between Nippon Yusen Kaisha and Weyerhaeuser Steam- 
ship Company: Provides for through transportation of cargo from 
Japan and China to Boston, Providence, Newark, Philadelphia, Balti- 
more and Norfolk, with transshipment at Seattle, San Francisco or 
Los Angeles Harbor. 

2665—Between the New York and Porto Rico Steamship Company 
and Canadian National (West Indies) Steamships, Ltd.: This agree- 
ment covers the through transportation of barrel staves from New 
Orleans to Guadeloupe and Martinique, with transshipment at San 
Juan, Puerto Rico. 

2671—Between Batimore Mail Steamship Company and Baltimore 
Insular Line, Inc.: The parties by this agreement provide for the 
through transportation of cargo between San Juan and@ Mayaguez, 
Puerto Rico, and Havre, France, and Hamburg and Bremen, Germany, 
with transshipment at Baltimore and/or Norfolk. 

2674—Between Dollar Steamship Lines, Inc., Litd., and the New 
York and Porto Rico Steamship Company: The parties by this agree- 


ment provide for the through transportation of manila rope from 
Manila, P. I., to Dominican Republic, with transshipment at New York 
_ 2677—Between Pacific Coast Direct Line, Inc., and Union Steam 
Ship Company of New Zealand, Ltd.: The parties by this agreenient 
provide for the through transportation of shipments from U. S. At. 
lantic coast ports to Australia and New Zealand, with transshipment 
at San Francisco and/or Los Angeles Harbor. 
Agreements Canceled 
1031-C—Between Shepard Steamship Company and Crowley 
Launch & Tugboat Company: Cancels the agreement between the 
above named carriers covering the through transportation of ship. 
ments from Boston, New York, and Philadelphia to Mare Island, Cajj- 
fornia, with transshipment at San Francisco. 
1032-C—Between Shepard Steamship Company and Christenson. 
Hammond Line: Cancels agreement between the above named ¢ar- 
riers covering the through transportation of shipments from Boston 
New York and Philadelphia to specified north Pacific coast ports’ 
with transshipment at San Francisco. . 
Agreement Modified 
Mediterranean Cruise Agreement (Conference Agreement No, 
120-4-2-1): Agreement between member lines of the Trans-Atlantic 
Passenger Conference in respect to rates of passage and commissions 
applicable in connection with cruises of member lines to ports in the 
Mediterranean, Black and Adriatic Seas, west coast of Spain, Portugal, 


and Africa, and to the Azores, Madeira, Canary, and Cape Verde 
Islands. 


GRADE CROSSING ACCIDENTS 


Reports for the first nine months in 1933 compared with the 
same period last year, received by the safety section of the 
American Railway Association, showed reductions in the num. 
ber of accidents at railroad-highway grade crossings and in the 
number of casualties therefrom. This was also true as to reports 
for the month of September compared with the same month in 
the preceding year. 

Accidents at railroad-highway grade crossings totaled 2,145 
for the first nine months in 1933, a reduction of 250 compared 
with the same period in 1932. Fatalities resulting from such 
accidents totaled 1,032 in the first nine months of 1933, a reduc- 
tion of 35 compared with the same period in 1932, while persons 
injured in that period in 1933 totaled 2,377, a reduction of 319 
compared with the year before. 

For the month of September alone, there were 273 accidents 
at railroad-highway grade crossings, a reduction of.15 compare 
with September, 1932, while 116 fatalities were |}reported ds 
caused by these accidents, a reduction of 11 compgred with fhe 
number for September, 1932. Persons injured in /railroad-high- 
way grade crossing accidents in September, 1938, totaled 322 
compared with 328 in the same mon‘th in the pregeding yeé 


No. 26306. The National Acme Coy, , » ¥s. BJ & M.et al. 
Charges in violation sectionS/ and 38, pant/ and / Office, equip- 
ment, Windsor, Vt., to CleveMand, O., beca se movement was 
under class rates instead gf/ specific comyhodity | rates. Asks 
cease and desist order and/Yeparation of 0,275.81. “(Edwin C. 
Reminger, atty., 1218 Standard Bank Bldg./ Cleveland, O.) 
No. 26307. Black Hills Clay Products Co., Belle Fource, S. D., Vs. 
Cc. & N. W. e& al. ; 

Rates in violation sections 1 and 3, standard and common brick 
and tile, Belle Fource, S. D., to points in Neb., Wyo., Colo. and 
Mont., aS compared with rates from plants at various points in 
Neb., such as Hastings, Beatrice, Columbus, David City, Endi- 
cott, Humboldt, Lincoln, Nebraska City, Seward and York. Ask 
cease and desist order, and rates. (Board of Railroad Commis- 
sioners of State of S. D., for complainant, Pierce, S. D.) c 

No. 26308. Coal Corporation of America, Pittsburgh, Pa., vs. N.Y. C. 

Demurrage charges in violation section 6, coal, Dalna and Wood- 
rock, Ky., to Toledo, O. Asks refund. (Walter S. Ryan, atty., 
1210 Palo Alto St., North Side, Pittsburgh, Pa.) 7 

No. 26309. The Dow Chemical Co., Midland, Mich., vs. A. C. & Y. 
et al. 

Rates in violation first three sections, chemicals and drugs and/ 
or medicines, Midland, Mich., to points in trunk line territory, to 
the extent they exceeded or do now exceed rates determined by 
use of short-line mileages and properly related to competitors 
rates. Complainant in actual or potential competition with man- 
ufacturers at Wyandotte, Mich., Detroit, Mich., Cincinnati and 
Cleveland, O., and Chicago, Ill., and other points in official clas- 
sification territory. Asks rates and reparation. (L. C. Macomber, 
704 Lincoln Bldg., Detroit, Mich.) é 

No. 26310. Council Oak Stores et al. Sioux City, Ia., vs. C. & N. W. 
et al. 

Unreasonable charges, fresh grapefruit, San Benito, Tex., to 
Ida Grove, Ia. Ask reparation. (E. L. Peterson and P. R. Wig- 
ton, practitioners, Commerce Bldg., Sioux City, Ia.) 

No. 26311. Egbert-Hay-Fobes Co., Goshen, Ind., vs. N. Y. C. et.al. 

Rates in violation sections 1 and 6, lumber, Goshen, Ind., to De- 
troit, Mich. Asks rates and reparation. (Earl W. Cox, traffic coun- 
selor, Rome City, Ind., and Hugh B. Olds, associate atty., 621 
Citizens’ Trust Bldg.. Ft. Wayne, Ind.) 

No. 26240, Sub. No. 1. Midwest Coal Traffic Bureau, St. Louis, Mo., vs. 
Arkansas Western et al. ’ ’ 

Charges in violation sections 1 and 3, bituminous coal, points in 
southwestern field in Mo., Kan., Ark. and Okla., to points in 
Neb., as compared with rates from points in Colo., N. M., Wyo., 
Tll. and Ky. Asks cease and desist order. (Thos. L. Phillips, V- 
P. and counsel, 506 Olive St., St. Louis, Mo., and H. J. Goudelock, 
executive secy., 1004 Baltimore Ave., Kansas City, Mo.) 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long. experience and wide knowl- 
edge will answer questions ——. to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 


. 


situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to .@ question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 
from non subscribers. 
Addresa Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Reparation—Lower Rate Via Route Other Than Route of 
Movement 


Massachusetts.—Question: I would appreciate your advice 
on the following situation: 

There is a rate of $1.50 per cwt. on wool, carloads, in 
grease from point X to point Z, via road B. Road A also has 
the rate of $1.50 from X to Z, but its line is several hundred 
miles more circuitous. From point Y to point Z, via road A, 
there is a rate of $1.60, which is applicable also over roads 
Band C. There being no. exceptions, point Y on road A by 
virtue of being intermediate to X can enjoy the rate of $1.50. 

Kindly advise whether there is any basis for reparation by 
bringing the rates from point Y via roads B and C down to 
the rate of $1.50, the same as via railroad A from Y to Z. 
Please understand that the mileage from Y to Z is still greatly 
in excess of the mileage Y to Z via B or C. 

If road A can haul from Y to Z (longest route) for. $1.50 
per cwt., it seems as though the two short line carriers, B and 
C, are unreasonable in charging the rate of $1.60. 


Answer: There is a conflict in your statement of facts 
or you have an erroneous view of the rate applicable from point 
Y to point Z, in that you first state that a rate of $1.60 is pub- 
lished from point Y to point Z via carrier A, and then state 
that there being no exceptions, the rate from point X to point 
Z applies from point Y to point Z. 

If there is a published commodity rate of $1.60 from point 
Y to point Z the rate from point X to point X cannot, under the 
intermediate clause, be applied from point Y to point Z, the 
rate of $1.60 being the applicable rate. 

If the rate from point Y to point Z via carrier A is $1.60, 
there is, of course, no problem. If, however, the rate from 
point Y to point Z via carrier A, the more circuitous route, is 
$1.50, this fact together with other evidence, may show the 
unreasonableness of the rate of $1.60, which applies via carriers 
B and C from this point. In itself it would not show the un- 
reasonableness of the rate via carriers B and C, the Commis- 
sion having held in numerous cases that the mere existence 
of a lower rate on a particular commodity over other routes 
does not establish the unreasonableness of the higher rate via 
another route. Pratt & Lambert vs. P. R. R., 140 I. C. C. 381; 
Page & Hill vs. C. M. & St. P. Ry. Co., 146 I. C. C. 648; Home 
Builders’ Supply Co. vs. A. C. L. R. Co., 147 I. C. C. 75. 


The Commission has, however, held that although no pre- 
sumption of unreasonableness attaches to the rate over a par- 
ticular route because a lower rate applies over another route, 
a shipper is not to be denied nor deprived of a reasonable rate 
Over a particular route merely because he could have secured 
a lower rate by the use of another route. Keickhefer Container 
Co. vs. C. M. & St. P. Ry. Co., 142 I. C. C. 550; Evans Milling 
GC. ve. B.S OO. BR. RB. 166 LC. C. 98. 


Sales—Duty of Seller in Regard to Shipping at Lowest Charges 


Minnesota.—Question: We have become involved in a con- 
troversy over the correct adjustment of a difference in trans- 
portation costs on two carloads of brewers’ rice moving from 
Galveston, Texas. 

The rice in question was purchased F. O. B. Galveston, 
Texas, and specified shipment to us at St. Paul and routing via 
Federal Barge Line from New Orleans. There are through rates 
in effect from Galveston to St. Paul applicable during the 
period navigation is open on the upper Mississippi River and 
to shipments routed rail to New Orleans, Federal Barge Line 
to St. Paul. 

; The shipper, however, elected to move the two cars from 
Galveston to New Orleans via the Tosco Steamship Line and 
Since there are no through rates to St. Paul in connection with 
the Tosco Lines the Tosco local rate from Galveston to New 
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Orleans plus the Federal Barge Line rate New Orleans to St. 
Paul was assessed. 

Not knowing on whose rails the mill is located we did not 
specify rail line from Galveston to New Orleans, but it is our 
position that’ since there are through rates to St. Paul via rail 
to New Orleans and Barge, North, and no through rate in con- 
nection with the Tosco Line, shipper erred in having moved 
via the Tosco Line and that we are entitled to adjustment on 
the basis of rate which would have applied had shipments 
moved via route protecting through rate. 

Answer: Where no particular carrier or route is specified 
in the contract, the seller may ship the goods by the ordinary 
means and usual routes of carriage. If, however, the buyer has 
designated the carrier and route by which shipment shall be 
made, there can be no valid delivery by carrier unless the seller 
ships by the designated carrier. 

Ordinarily, in the absence of an agreement showing a con- 
trary intention, a delivery of the goods by the seller to a car- 
rier for shipment to the buyer is a delivery to the buyer, pro- 
vided the carrier is the one designated by the buyer, or, in the 
absence of such designation, is one usually employed in the 
transportation of goods from the place of the seller to that of 
the buyer. Mountain Grove Grocer Co. vs. Ellison, 245 S. W. 
1078; Mills vs. Kenyon Printing & Mfg. Co., 96 So. 346. 

The decisions of the courts relating specifically to the duty 
of a seller in regard to the care to be exercised in shipping 
goods to the buyer, other than with respect to the duty of the 
seller to exercise due care and diligence to provide the buyer 
a remedy over against the carrier in case of the loss or destruc- 
tion of goods delivered to a carrier for transportation to the 
buyer are few in number. See Miller vs. Harvey, 221 N. Y. 54, 
116 N. E. 781, in the latter respect. 

However, under the provisions of the Uniform Sales of 
Goods Act, which is considered declaratory of the common law, 
unless otherwise authorized by the buyer, the seller must 
make such contract with the carrier on behalf of the buyer as 
may be reasonable, having regard to the nature of the goods 
and other circumstances of the case. 

In Phoenix Lock Works vs. Capelle Hardware Co., 32 Atl. 
79, it was held that where the seller and buyer do not reside at 
the same place, and the goods bought are by contract between 
the parties, to be forwarded to the latter above named to com- 
plete the sale, it is the duty of the former to send them in a 
reasonable time, and by some one of the ordinary means of 
transport (if there be more than one) that will be convenient 
to the buyer and not more expensive than others of like effi- 
ciency; this in the absence of any agreement or order by the 
buyer that they shall be sent forward by any particular line. 

In Mountain Grove Grocer Co. vs. Ellison, 245 S. W. 1078, the 


court said: 


Delivery to carrier by the vendor is delivery to the vendee; (1) 
where the vendee has designated the particular carrier as the one 
by which the goods are to be shipped; (2) where the carrier is not 
designated by the vendee, but the goods are delivered to the usual 
earrier employed to ship the goods between the two places, which 
would be a constructive delivery to the vendee, such as would 
make him chargeable for the purchase price, although the goods 
should not be delivered by the carrier to him; where no carrier has 
been designated by the vendee to receive and forward the goods, 
but a particular carrier has been employed in other similar cases 
by the usage of the parties to the transaction. 


With the exception of the above, we can locate no law 
upon the subject. It would appear, however, that, in the instant 
case, the shipper failed to exercise that due care and diligence 
in the shipment of the goods, which should govern transactions 
between shippers and receivers familiar with the rates and 
regulations of carriers. 

We are, therefore, of opinion that the shipper should, by 
reason of his disregard of the duty to forward goods in the 
least expensive manner, with due regard to the circumstances 
of the case, bear the excess charges. . 

We assume, of course, that the seller was not instructed 
specifically by the buyer as to the carriers via which the ship- 
ment was to be forwarded, in which event there would be no 
valid delivery in accordance with the terms of the contract of 
sale. 


Tariff Interpretation—(a) Specific Manner in Which Commodity 
Is Advised and Sold Determines Rate Applicable; (b) 
General Commodity Description in Classification Exceptions 
Displaces Specific Description in Classification Proper 
Indiana.—Question: Metallic sodium is listed specifically 

in Item 6, page 437, of the Consolidated Classification as taking 

a rating of first class. 

In Item 4335-C of Supplement 15 to Agent Curlett’s Excep- 
tions, I. C. "C. A-390, there is named a rating of class 72 on 
chemicals in L. C. L. quantities. 

; Metallic sodium is a chemical. It is described on the in- 
voices and known to the trade, however, as metallic sodium. 
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On referring to the cases before the Commission in Inter- 
national Cement Corporation, 165 I. C. C. 123; also Drackett 
Chemical Co. vs. A. & W., 172 I. C. C. 577; also Andrews Soap 
Co. vs. P. C. C. & St. L., 4 I. C. C. 41, and Mead Johnson & 
Co. vs. A. C. L., 168 I. C. C. 157, what is the legal rating on metal- 
lic sodium in L. C. L. lots moving from New York to Indianapolis? 


Answer: The cases cited by you support the view that 
when an article is specially prepared, advertised and sold un- 
der a certain name to distinguish it for special purposes as a 
different article, the rate applicable to such designation gov- 


erns. In the Mead Johnson case, the Commission said: 

The manufacturers’ description of a commodity for sales 
poses also fixes the indemnity for transportation purposes. 
manufacturer finds it advantageous to describe his product in a 
manner calculated to give the purchasers the impression that it is 
a different and higher-grade article than it actually is, he cannot 
consistently complain if the carriers accept that description as a 
basis for the assessment of freight charges. 


pur- 
If a 


Your question does not indicate that the term “metallic” 
is used in the sale of your product for the purpose of repre- 
senting it to the trade as possessing special attributes, which 
make it more valuable for certain purposes and a commodity 
different from the same commodity when for ordinary uses. 

The Commission has held that a general description in a 
commodity tariff removes a more specific description in the 
classification proper. Thilmany Pulp & Paper Co. vs. N. & A., 
104 I. C. C. 186; Colorado Culvert & Flume Co. vs. A. T. & S. F., 
160 I. C. C. 48; and consistent with this view it holds that 
classification exceptions sheets are independent of the classifica- 
tion proper. Lawrence Const. Co. vs. L. & N., 115 I. G. CG. 
439; City of Lakeland vs. A. C. L., 152 I. C. C. 621; More Dry 
Kirk Co. vs. S. A. L., 161 I. C. C. 71. Im the latter case the 
Commission said: 


When one rate is provided in the classification proper and an- 
other in the exceptions thereto, the rating in the exceptions takes 
precedence, and must be applied, even though the classification de- 
scription is more specific. 


From the facts given we are of opinion that the Class 72 
rating applies 
Trucking Charges at Destination on Intercoastal Pool-Ca: 
Shipments 


California.—Question: Our eastern manufactured goods are 
forwarded from New York City via the Panama Canal under 
pool-car rates consigned to a local drayage company. 

We are charged what seem to us exorbitant rates for de- 
livery and distribution by said drayage company, and especially 
so, in view of the fact that delivery is usually made while our 
trucks are idle. 

When we elect to do our own hauling and request release 
of our goods, the drayage company assesses a handling charge 
nearly equal to that assessed for delivery. In doing our own 
hauling, we practically load from shipside, making it unnec- 
essary for the drayage company to perform any part of the 
transportation. 

Is there record of any decision of the United States Ship- 
ping Board which will enable us to obtain release of our goods 
without the payment of the handling charge? Or record of 
maximum rates established as assessable under conditions as 
described in preceding paragraph? Would a United States Ship- 
ping Board decision govern this case? 

Answer: Inasmuch as the carload shipment is consigned 
to the local drayage company instead of to yourself, we do 
not see that there is any relation between yourself and the 
intercoastal carrier over which the United States Shipping Board 
Bureau has jurisdiction. Your goods may be marked for you to 
facilitate delivery, but if billed to the local drayage company 
as consignee, we think the billed consignee is entitled to receive 
the goods from the ship. Should the ship breach its contract 
by delivering to one other than the consignee, we think the 
distributing company at destination would have a cause of 
action for damages against the carrier. Only one shipment is 
made, only one lot of goods, covered by a single bill of lading, 
is involved, in so far as the ocean carrier is concerned. While 
marks on the packages for identification purposes may indicate 
that certain of the articles are .ultimately to go to you, the 
ocean carrier has no authority to act as distribution agent at 
destination. It cannot, in our opinion, break the bulk of the 
shipment and deliver a portiton to other than the billed con- 
signee without committing a trespass, and thus subjecting itself 
either to action by the consignor for breach of the shipping 
contract, or by the billed consignee for conversion. We do 
not think you would be able to compel the ocean carrier to 
deliver your portion of the goods to you instead of to the dray- 
age company for distribution. 

Your remedy against the drayage and handling charges of 
which you complain would be to instruct the shipper to consign 
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your goods direct to you, but in so doing you would lose the 
benefit of the pool-car arrangement. Undoubtedly the drayage 
company has the right to fix the charge for its service, so if 
you accept the advantages of pool-car shipping, you will have 
to also accept its disadvantages. 


Routes—Circuitous 


Ohio.—Question: Supposing a shipper forwarded under 
Trans-Continental rating a car from -Group B territory to a 
Pacific coast destination assigned to Groups 1, 2 or 3 rating, 
and although tariff covering carried no restrictions as to the 
route used, all carriers involved being parties to the tariff, and 
the Trans-Continental Tariff naming the rate carried the usual 
clause pertaining to long and short haul violations, the route 
over which the shipment moved was approximately 62 per cent 
longer than the shortest possible all rail route from originating 
point to final destination. In other words, actual route car 
traveled was approximately 62 per cent circuitous, or 162 per 
cent of the short line mileage. 

From the above, will you be in position to comment on 
this subject in generalities, as I am anxious to comment on 
the Commission or any court of law have set any definite max. 
imum for circuitous routing, or have decisions in this regard 
only been made in the case of formal complaint or other 
such litigation? 


Answer: In Watters-Tonge Lumber Company vs. Southern 
Ry. Co., 186 I. C. C. 342, the Commission in dealing with rates 
published in open tariffs to more distant points subject to Rule 
77, stated that where a route through the claimed intermediate 
point to the more distant point is excessively circuitous or 
unnatural, under a reasonable construction of the tariffs, it is 
now settled that the rate sought under the provisions of that 
rule is inapplicable over such route, but that no attempt has 
been made to fix a definite standard by which to determine what 
constitutes an unreasonably circuitous route; that each case 
must be decided upon its own merits. Egbert-Hay-Fobes Co. 
vs. Grand Trunk Ry. System, 179 I. C. C. 603, is cited. 

In Jones Monumental Works vs. Great Northern Ry. Co., 
168 I. C. C. 160, the Commission said: 


Our recent report in Peabody Lumber Co. vs. Pennsylvania R. R. 
Co., 161 I. C. C. 794, contains a review of some of our prior reports 
dealing with the application of rule 77 over circu itous routes. As 
there stated, rates have been found unreasonable to the extent that 
they exceeded rates published subject to the rule when the cir- 
cuitous routes were 25, 27, 28, 40.3, and 88 per cent longer than the 
short routes. On the other hand, the same case discloses that rates 
have been found inapplicable over circuitous routes when the cir- 
cuity was 53, 60.5, 67, 69.9, 71.3, 105, and 111 per cent. We conclude 
that the rates sought were applicable via St. Cloud. This conclusion 
is supported by Delmar Co. vs. G@ N. Ry. Co., 120 I. C. C. 530, 533, 
involving substantially the same points, wherein we said: 

“The route from points of origin herein through Minneapolis to 
Superior was an open route, and in the absence of restricted rout- 
ing it must be found that the through rates to Duluth applied over 
the route traversed.” 


Tariff Interpretation—Rate Published to Apply on Shipments of 
Specific Definite Units, Are Not Applicable to Shipment of 
Different Units 
New York.—Question: We would appreciate your opinion 

on the following question and if possible your citations in sup- 

port thereof. 

A carrier publishes two columns of rates on a certain com- 
modity in less than carload lots, one column applicable on lots 
of 10,000 pounds or less and the other column applicable on lots 
of over 10,000 pounds. 

To a given point there was no rate published in column 
applying on 10,000 pounds or less, but there was a rate published 
in column applying on lots of over 10,000 pounds, which was 
materially lower than the class rate applicable on the com- 
modity in question. 

A shipper tendered a shipment of 9,840. pounds and the 
carrier billed it at actual weight and applicable class rate. 
Should not the shipment have been billed at 10,001 pounds at 
the commodity rate applicable on such quantity, which would 
in this case have been a lower charge? 

There is no alternative rule in the tariff publishing these 
commodity rates. 

Answer: If the tariff in question specifically states that 
the rate applies “on lots of over 10,000 pounds” and does not 
provide in some manner that that rate will also apply as the 
maximum charge on shipments weighing 10,000 pounds or less, 
we do not see how it can be so applied. Were it not for Rule 
15 of the Consolidated Classification we do not see how carload 
rates could be applied as a maximum to less carload shipments. 
Clearly the rate is restricted to shipments the weights of which 
are 10,000 pounds or over. While the class rate as applied to 
smaller lots may produce charges which are unreasonable as 
compared with charges on shipments of greater weights, which 
in some cases are lower (this may be affected by difference in 
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services), the question here runs to the applicability of the com- 
modity rate. In the absence of maximum or alternative provi- 
sions we believe the over-10,000 pounds rate is not applicable 
to smaller-sized shipments. 

Certainly on similar shipments to points where rates are 
shown in both columns it would hardly be contended that simply 
because the charge would be cheaper in one rate column than 
in the other, the cheaper basis is applicable, notwithstanding the 
column applications to the contrary. We do not think these 
column applications are changed in the least merely because of 
failure to provide a rate in one of them. There is no implica- 
tion nor reasonable inference, in our opinion, that can be 
drawn from such omission, that the other column will apply. 

A case apparently in the inverse order yet seeming to in- 
volve the same principle is Batson-Cook Co. vs. C. V. Railway, 
132 I. C. C. 708. There the tariff provided rates, of say, 1,500 
cents per car on brick, “in carloads, minimum weight 30,000 
pounds.” The carriers exacted proportionately greater charges 
per car when cars contained more than 30,000 pounds. The 
Commission said: 


No provision is carried in the tariff to show what rate will 
apply on the excess weight when the weight of the shipment exceeds 
the minimum or that a different charge per car will apply. 


It held that the rate was restricted strictly to a per car 
pasis. It disregarded the minimum weight specified as author- 
izing the carrier to increase the charge per car. Inasmuch as 
the carrier could not so increase the car charge to make it 
conform to shipments of greater sizes than the 30,000 pounds 
minimum, we do not see how it could have, in a situation such 
as you describe, applied a rate which is restricted in its appli- 
cation, say, to a 10,001 pounds shipment to a shipment, which 
weighs differently. In other words, the rate being restricted 
to shipments of prescribed units, is not applicable to other units 
or shipments otherwise described or weight-limited. 

(Continued on page 1180) 








Doings of the Traffic Clubs 





John V. Foy, general passenger agent, Canada Steamship 
Lines, Toronto, who has been elected president of the Transpor- 
tation Club of Toronto, was born at 


Toronto, Aug. 27, 1882, and entered 
transportation service in 1901, with 
Capt. R. S. Melville, general ticket 


agent, Toronto. From 1902 to 1904, he 
was clerk, Niagara Navigation Co., 
Toronto; 1905-1910, chief clerk to gen- 
eral manager, N. N. Co., Toronto; 1911- 
1912, general passenger agent, N. N. Co., 
Toronto; 1913-1914, district passenger 
agent, Richelieu and Ontario Navigation 
Co., Toronto; 1914-1915, general agent, 
passenger department, Canada Steam- 
ship Lines, Ltd., Chicago, IIl.; 1915-1916, 
general agent, passenger department, 
C. S. L., Buffalo, N. Y.; 1916-1917, as- 
sistant general passenger agent, C. S. L., 
1918, general passenger and freight 





Toronto; 


agent, C. S. L., Toronto; April 27, 1918, to date, general pas- 
Senger agent, C. S. L., Toronto. 


1917-April 26, 





Applications of the Wyoming Valley Traffic Club and the 
Capital District Traffic Association for membership in the Asso- 
ciated Traffic Clubs of America have been approved by the board 
of the national organization by mail vote. 





An extensive educational program for the coming year has 
been laid out by the Traffic Club of Newark. It will include 
a “forum” under a committee headed by M. F. Nugent, traffic 
manager, Congoleum-Nairn, Inc.; a debate under the guidance 
of E. E. Ebert, commerce counsel, and short articles of an edu- 
cational nature in the “The Tariff,’’ monthly publication of the 
club, under the direction of W. W. Weller, traffic manager, Wey- 
erhauser Timber Company. 





The Columbus Transportation Club is conducting a series 
of educational meetings which are having success, according to 
George P. Dolle, traveling freight agent, Pennsylvania, secretary 
of the club. 

The Traffic Club of St. Louis entertained two hundred and 
fifty needy children at its annual Christmas party and luncheon 
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in the Hotel Jefferson December 23. With the cooperation of 
the police captains of the various districts, children from con- 
gested neighborhoods were gathered at several of the police 
stations and taken to the hotel in busses provided by Henry W. 
Kiel, receiver of the St. Louis Public Service Company. Fifty 
boys and girls from East St. Louis also were brought to the 
luncheon. The children’s ages ranged from six to twelve years. 
With a turkey dinner and all the trimmings, each child received 
a variety of gifts from Santa Claus, including wearing apparel, 
candy, and nuts. This is an annual affair of the traffic club, 
funds for it being contributed by the membership. 

J. H. Hendley, the new president of the Jacksonville, Fla., 
Traffic Club, was born in Ansonville, N. C., November 20, 1890. 
He entered railroad service in the divi- 
sion freight agent’s office, Southern 
Railway, at Columbia, S. C. Later he 
was with the Norfolk and Western Rail- 
road in Columbia as soliciting freight 
agent, and January 1, 1912, he became 
traveling freight agent, Clinchfield Rail- 
road Company, at Charlotte, N. C. He 
was transferred to Columbia, S. C., as 
commercial agent, and held that posi- 
tion until transferred to Jacksonville, 
Florida, May 1, 1925, as Florida agent. 
He was on leave of absence with the 
Clinchfield from August, 1917, until May, 
1920, in war service. He served with 
the 7th Infantry, Third Division, in 
France, and with the Army of Occupa- 
tion in Germany. He held the rank of 
First Lieutenant of Infantry, and was 
discharged at Hoboken, N. J., April 1, 1919. He received the 
silver star medal for distinguished service in the second battle 
of the Marne, July 15, 1918. He is a charter member of the 
Traffic Club of Jacksonville since its reorganization in 1925, has 
served on various committees and as a member of the board 
of governors, 1931-1932. He was elected vice-president in 1933 
and president for 1934. 





J. J. Kornfield, fre‘ght traffic manager, New Orleans Public 
Service, Inc., has been elected president of the Traffic Club of 
New Orleans. He began his business 
career in the office of Assistant General 
Superintendent O, M. Dunn, of the IIli- 
nois Central System, but later was 
transferred to the office of General 
Superintendent H. McCourt at Mem- 
phis, Tenn. He was then promoted to 
the office of Chief Engineer H. U. Wal- 
lace at Chicago, Ill. During the recon- 
struction of the Stuyvesant Docks at 
New Orleans, Mr. Kornfeld was sent 
there and put in charge of payrolls. 
When the work on the docks was com- 
pleted, he did not wish to leave New 
Orleans and he served in various Ca- 
pacities with the Frisco Lines, the 
Southern Railway, the New Orleans and 
Northeastern, and the New Orleans 
‘ Terminal Company. In the period of 
government control of the railroads, he was inspector of de- 
murrage and storage at New Orleans. After the World War he 
was associated for a short time with the Cosden Company of 
Tulsa, Okla. In March, 1920, he entered the service of the 
New Orleans Public Service, Inc. His promotions with that 
company were steady. For several years he has been freight 
traffic manager. He has been active in the New Orleans Traffic 
Club, having been chairman of several committees. He was 
born and reared in New Orleans, a product of the public schools 
and Souls’ College. He is a certified practitioner before the 
I. C. C. and a member of the Association of Practitioners Before 
Ge t. ©. ©, 








The Women’s Traffic Clute of Baltimore has elected the fol- 
lowing officers: President, Marie E. Neussell; vice-president, Lil- 
lian E. Wilms; secretary, Helen R. Becker; treasurer, Edith M. 
Bell. Members of the club have been invited to a dinner meet- 
ing of the Traffic Club of Baltimore at the Rennert Hotel January 
2, at which General Smedley D. Butler will be the speaker. The 
next meeting of the women’s club has been set for January 10. 
Dinner will be followed by a short business session at which 
plans for the coming year will be discussed. 





The Traffic Club of New York will give a New Year's Eve 
party in its club rooms the evening of December 31. Dinner 
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will be served, there will be dancing, and a program of enter- 
tainment. 





The Women’s Traffic Club of Birmingham ga@e its annual 
Christmas party at the Tutwiler Hotel the evening of December 
20. Gifts were distributed and there was bridge. Valda Moultrie 
was in charge of the program. 





At the third of its series of educational meetings the metro- 
politan Traffic Association of New York will have Nicholas J. 
Edwards, of the Barrett Company, as its speaker. He will dis- 
cuss: “Procedure Before the Interstate Commerce Commission 
in Formal Complaint Cases and Investigation and Suspension 
Proceedings.” The meeting is to be at the Hotel Victoria, New 
York, January 11. The club is printing the lectures for dis- 
tribution among the membership. An “open house” was held 
at the Hotel Victoria December 28. 





James Warren Roberts, the new president of the Traffic 
Club of New York, was born on a farm near Buckhannon, West 
Virginia. He attended grade and high 
schools in Indiana and was graduated 
from the Old Indiana College, Coving- 
ton, Indiana, and immediately thereaf- 
ter—March 1, 1894—entered-the railway 
field where he has remained contin- 
uously. His first position was that of 
telegraph operator and station agent at 
a small station on the L. E. and W., 
now part of the Nickel Plate System. 
In the following ten years he held vari- 
ous positions in the transportation de- 
partment of the L. E. and W.R.R., M. K. 
and T. R. R., and the C. C. C. and St. 
L. January 4, 1904, he entered the serv- 
ice of the Vandalia Railroad, now part 
of the Pennsylvania System, and six 
years later—January, 1910—was_ ap- 
pointed assistant car accountant. Sep- 
tember 1, of the same year, he was appointed car accountant, and 
October 1 of the following year superintendent car service, which 
position he held until February 1, 1915, when he was appointed 
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general superintendent of passenger transportation, Penngyj. 
vania Lines West of Pittsburgh. March 1, 1916, he was ap. 
pointed superintendent of freight transportation, when, under 
change in the organization of the Pennsylvania Lines West o 
Pittsburgh, the position of general superiftendent of freigh; 
transportation and general superintendent of passenger trans. 
portation were abolished. February 1, 1920, he was appointed 
general superintendent of transportation Northwest Region 
Pennsylvania Railroad, and in May, 1923, general superintenden; 
of transportation of the Eastern Region of the Pennsylvania 
Railroad. He held the latter position until July 16, 1928, whey 
he was appointed assistant vice-president, traffic department, 
in immediate charge of matters pertaining to the handling of 
perishable traffic. June, 1932, the position of assistant vice. 
president was discontinued and he was made perishable traffic 
manager, with same duties and responsibilities as previously, 
He still holds that position. In the early part of the World 
War period, he served as executive assistant to the chairman 
of the committee, headquarters, Pittsburgh, Pa., created to co- 
ordinate activities of transportation operations under the juris- 
diction of the committee, for the purpose of insuring use of 
existing facilities on the basis of maximum capacity. He de. 
veloped the rules which were adopted by the general operating 
committee, representing the railroads, to govern the pooling 
of open top cars. After the advent of federal control he served 
as executive assistant to the district director, Cincinnati, Ohio, 
for approximately a year. He was connected with the American 
Railway Association as a member or chairman of the committee 
on car service, or the organization (Association of Transportation 
and Car Accounting Officers), which it succeeded, contin- 
uously, 1910 to 1922, inclusive, and with other standing and spe. 
cial committees during that period. In 1925 he attended the In- 
ternational Railway Congress, London, as the representative of 
the Pennsylvania Railroad and by the board of that congress 
was elected vice-president of Section III, Working. While in 
London he also made an investigation, as chairman of a com.- 
mittee appointed by presidents of New York railroads, of col- 
lection and delivery service maintained by the railways of 
Great Britain, report of his committee having been submitted 
to the presidents, July, 1925. He was appointed chairman of 
the contact committee representing railroads in their relations 
with the Atlantic States Shippers’ Advisory Board when the 
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Right to your door 


comes the Pennsylvania Railroad—to collect 
or deliver your freight 


“A RAILROAD CAN'T 
GO FARTHER 
THAN ITS TRACKS” 


HAT used to be true of 

all railroads. It is no 
longer true of the Penn- 
sylvania. 

And for many shippers, 
the intercity truck used to 
be more convenient than the 
train. But shipping over the 
Pennsylvania is now just as 
convenient and flexible as 
shipping by truck. 

With the added economy 
and dependability of the 
railroad. 


For shippers, this means 
better freight service. For 
the tax-paying public, it 
means less congestion and 
wear on the highways. 


ALL YOU DO 





HEN you send a letter by 

mail, you just give it to your 
postman. Another postman deliv- 
ers it where you want it to go. 


Shipping less-than-carload 
freight over the Pennsylvania Rail- 
road is now just as easy as that! 


All you do is telephone your 
Pennsylvania freight agent. A truck 
calls at your plant, and takes your 
shipment to the train. At the end 
of the rail haul, another truck de- 
















livers it right to your consignee’s 
door. 


And the Pennsylvania Railroad 
takes full responsibility throughout! 


One phone cali—One agency— 
One charge for the whole door-to- 
door job. No more worry about col- 
lections and deliveries. The Penn- 
sylvania Railroad does it all! 


Your Pennsylvania freight agent 
will give you full details of this new 
service. Call him today. 


IS TELEPHONE— 
PENNSYLVANIA RAILROAD DOES THE REST 






























THE 
PORT 
OF 
ALBAN 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





















Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 

Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 













Industrial Area—pavement, water, sewers; power 
and rail facilities. 






For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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board was created, January 4, 1924, and served in that Capacity 
until December 18, 1931. He has served the Traffic Club of 
New York as chairman of the public affairs committee and vice. 
president and the Associated Traffic Club of America as vice. 
president and member of its board of directors. 





Personal Notes 





G. W. Loderhose has been appointed freight claim agent, 
Milwaukee Railroad, Chicago, succeeding C. H. Dietrich, re. 
signed to become executive vice-chairman, freight claim divj- 
sion, American Railway Association. M. B. Mortensen has been 
promoted to assistant freight claim agent, succeeding Mr. Loder. 
hose. 

L. S. Cass, of Waterloo, Ia., a former vice-president of the 
Chicago Great Western and for many years president of the 
Waterloo, Cedar Falls and Northern Railway, died in Mineral 
Wells, Tex., December 23. He was sixty-eight years old. 

A trio of passenger department promotions, effective Jan- 
uary 1, are announced by W. S. Basinger, passenger traffic man- 
ager of the Union Pacific System. E. A. Klippel Jr., general 
agent of the passenger department at Salt Lake City, is pro- 
moted to assistant general passenger agent at Omaha, succeed- 
ing L. E. Omer who, on December 1, became general passenger 
agent at Los Angeles. Mr. Klippel’s chief duties will be in con- 
nection with off-line passenger solicitation. Mr. Klippel will be 
succeeded at Salt Lake City by C. H. Saltmarsh, present city 
passenger agent at Omaha. Mr. Saltmarsh will be succeeded 
a by Leonard R. Tipke, city passenger agent at Phil- 





adelphia. 
W. J. M. Lahl, traffic manager, Radio Manufacutrers’ As- 
sociation, Inc., Chicago, died December 25. 

Grover Wright has been appointed commercial agent, Mer- 
chants’ and Miners’ Transportation Company, at Pittsburgh, 
succeeding Lloyd O. Miller, promoted. John I. Robertson has 
been appointed commercial agent at St. Louis, succeeding Rob- 
ert Hunter, retired. 

R. P. Robb, formerly of Richmond, Va., has been trans- 
ferred to Montgomery, Ala., where he will be commercial agent 
for the Seaboard Air Line. 

S. S. Bruce, traffic manager of the Koppers Company, Pitts- 
burgh, has been elected to the board of the Koppers Products 
Company. He is also president and a director of the Industrial 
Terminal Corporation and the Georgetown Railroad of Cin- 
cinnati. 

Said to be the world’s oldest railroad man, Kirby Jackson 
died at Fort Wayne, Ind., the evening of December 24. He was 
,a locomotive engineman on the Pennsylvania for nearly half a 
century and was a hundred and one years old. 

W. A. Patterson, vice-president of United Air Lines, has 
been elected chairman of the Air Transport Code Authority by 
officers of the Aeronautical Chamber of Commerce. Leighton 
W. Rogers, executive vice-president of the Chamber, has been 
elected executive officer of the Code Authority, which is ad- 
ministering the code of fair competition for the air transport 
industry. 

Clifford P. Barrett, general western passenger agent of the 
Lackawanna Railroad, at Chicago, will retire from active serv- 
ice January 1. William E. Carbone, general agent of the pas- 
senger department, Buffalo, will be promoted to succeed him. 

Mr. Barrett has been in railroad service for 53 years, and 
for 33 years he has been in the employ of the Lackawanna. 
Louis F. Heineck is appointed general agent, passenger depart- 
ment, succeeding Mr. Carbone. 


QUESTIONS AND ANSWERS 


(Continued from page 1177) 


Tariff Interpretation—Minimum Weight Applicable to Shipments, 
Which, on Account of Length, Cannot Be Loaded on Single 
Car—Furnishing Two Short Cars in Lieu of Large Car 
Ordered When Minimum Its Uniform 


New York.—Question: Will you be good enough to give 
us your opinion regarding the following matter, also reference 
to any decisions of the Commission that may bear on the matter? 

We shipped, on July 26, 1932, 57 wooden telegraph poles 
weighing 35,300 pounds, from Gabriels, New York, to Hartford, 
Conn., routed West Shore, Selkirk Junction, N. Y., B. & A., 
Springfield, Mass. and New Haven. 

The carload rate is 27 cents per 100 pounds, plus emergency 
charge of 12 cents per ton of 2,000 pounds. The minimum weight 
on wooden poles is 36,000 pounds, and is not subject to Rule 34. 
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At the time of shipment our agent requested the West 
Shore to place a 50-foot flat car, as the poles ranged from 20 
to 50 feet in length. Instead of placing a 50-foot car the rali- 
road agent, two days later, placed two smaller cars. The freight 
charges have been assessed on a basis of 60,000 pounds, made 
up 36,000 pounds for the main car and 24,000 pounds for the 
trailer, per Section 1-B of Rule 29 of Consolidated Freight 
Classification No. 7. On this basis the railroad has collected 
freight charges of $162, plus an emergency charge of $3.60, 
totaling $165.60. We contend that the charges should have 
been $97.20, based on the minimum car of 36,000 pounds, plus 
emergency charge of $2.16, totaling $99.36. 

As the railroad agent could not furnish the 50-foot flat car 
requested, and so admitted to our agent and placed two smaller 
cars, which our agent used, being under the impression that he 
was entitled to use them in lieu of the larger car requested, are 
we forced to pay freight on 60,000 pounds (36,000 pounds for 
the main car and 24,000 pounds for the trailer), instead of on 
the minimum weight of 36,000 pounds, if the railroad had been 
in position to furnish the 50-foot car requested? 

Is it not the duty of the railroad to furnish the size car 
requested by the shipper when the article is not subject to 
Rule 34 and if they fail and two smaller cars are placed, is 
there any way that we can have the railroad charge on the 
actual weight that could have been loaded in the larger car? 

Answer: In our opinion, charges were correctly assessed 
under Rule 29 of the Classification. Section 1 (b) of this rule 
provides: 


When a carload shipment requires, on account of length, two 
or more open cars, the minimum weight to be charged for the series 
of cars shall be determined as follows * * * (b) if the articles shipped 
are not subject to Rule 34 take the minimum prescribed for a single 
ear and add 24,000 pounds for each additional car. 


The minimum weight of 36,000 pounds, not being subject 
to graduation according to length of cars, applies to cars of all 
lengths. In Tull & Gibbs vs. N. & W., 55 I. C. C. 17; Folly 
Town Co. vs. Erie R. R., 120 I. C. C. 157; Barker Bros. vs. A. 
T. & S. F., 132 I. C. C. 753, and in other cases, the Commission 
has held that where there is a uniform minimum for cars of 
all lengths, the carrier has no duty to furnish a car of any speci- 
fied length. In the Tull & Gibbs Co. case, there was a flat min- 
imum of 20,000 pounds. The shipper, having a large shipment 
to make, ordered a fifty-foot car, which the carrier was unable 
to furnish. Two shorter cars were offered him, which he ac- 
cepted and loaded. There was no two-for-one rule. Charges 
were assessed on basis of two carload shipments, which the 
Commission held to be legally applicable. The shipper con- 
tended that the entire shipment could have been loaded into a 
fifty-foot car and that had such a car been furnished or a two- 
for-one rule applied the charges would have been much less. 


rr). 


Transportation expense is often a big item. A reduc- 


tion can easily turn loss into profit. Have you had 


your haulage costs analyzed lately? This Fruehauf 
service is available without obligation. Write for it. 


FRUEHAUF TRAILER COMPANY 
10980 Harper Ave. ¢ Detroit, Mich. 


THRU RATES 
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The Commission pointed out that the carrier, under a uniform 
minimum, is not obligated to furnish a car of any particular 
length. 

Following these cases, were it not for Rule 29 in the Classi- 
fication, there would be no tariff authority for accepting poles 
of greater length than cars which the carrier can supply. Fur- 
ther, if the shipper, as in the instant case, used two Cars, he 
would pay charges based on 36,000 pounds for each car used. 
Not having the duty, under the flat minimum, to furnish a 50-foot 
car, the carrier had no duty to furnish two cars as the equivalent 
of a 50-foot car. 


Docket of the Commission 


NOTE—Items In the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


January 3—Youngstown, O.—Examiner Haden: 
aes rw Steel Co. (Truscon Steel Co., proprietor), et al. vs 
, ace Rw KR. CR. . R. R., lessee), et al. 


wiaae ‘gia Bae D. C.—Examiner Pattison: 
Valuation No. 1199—C. R. I. & P. Ry. and affiliated companies. 


January 4—Washington, D. C.—Examiner Howell: 
1. & S. 3922—Freight between New York and Boston via water. 


January 4—Washington, D. C.—Examiner Curtis: 
25094—-Seaboard Air Line Ry. vs. Carolina & Northwestern Ry. et al 
January 4—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 13473—Rates from and to Pacific 
Territory. ( 
January 4—Ashland, Ky.—Kentucky Commission: 
Finance No. 10139—A pplication of C. & O. Ry. for a certificate of 
public convenience and necessity permitting abandonment of line 
between Garrison and Carter, Ky. 


January 4—Argument at Washington, D. C.: 
9200—Railway Mail Pay—(In the matter of application of N. J. 
N. Y. R. R. for classification as a separately operated railroad.) 
15788 re. Subs. 1 and 2)—Parkersburg Rig & Reel Co. vs. C. & 
N. W. Ry. et al. (and cases = therewith). 
23044. Ine Ridge Glass Corp. vs. A. B. R. R. et al. 
ar Ser | 5—Harlingen, Tex. “A ng Mattingly: 
- & S. 3580—Loading rules on vegetables in southwestern territory 
Pes 5—Washington, D. C.—Examiner Boat 
Fourth Section Applications Nos. 14668 and 14671—Ocean- Rail rates 
from Atlantic Seaboard territory. 
January 5—Memphis, Tenn.—Examiner 1. aia 
26206—Hughey Bros. vs. Y. & M. V. R. 
January 5—Washington, D. C.—Examiner a 
Finance No. 10203—A pplication Southern Pacific Co. for authority to 
acquire control by lease of the properties of the El Paso & South- 


FRUEHAUF TRAILERS 
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j —Stamford, South Norwalk, Bridgeport 
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'o—C. F. A., W. T. L., Inter-Mountain, 
r Carolinas, South and Southwest 
Viag—CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 
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MAIL FOR THE ORIENT 
GOES VIA SEATTLE 


So should your freight be shipped VIA SEATTLE to 
arrive in the Orient in the shortest possible time! Seattle 
is the nearest United States Port to major cities of the 
Oriental markets. Because of proximity to these vast 
westward markets, her port facilities have enjoyed 
phenomenal growth. They are today recognized as among 
the most modern of any city in the world and from them 
is shipped great quantities of merchandise to the principal 
ports of Great Britain, continental Europe, Africa, 
Australia, South America, Hawaii, Japan, China, the 
Philippines and Siberia. 


Write Bell Street Terminal, Seattle, U. S. A., for the 
latest edition of the Port of Seattle Year Book. It illus- 
trates the conveniences . . . and advantages ... of 
shipping via SEATTLE. 


“Port;Seatile 


Try an experiment 
with the tightest drawer 
in your tariff files 


@ Put in two or three more folders 
—or as many more as you can 
force in. With the drawer in that 
condition it won't be long before 
the tariffs will be badly worn and 
torn. 









@ You can't avoid crowding tariff 
files sometimes. But, as you bu 
new files, if you will 
buy Automatics, crowd 
them as you may, you 
will seldom, if ever, have 
trouble taking tariffs 
out or putting them back. 
That is because of the auto- 
matic patented features— 
which are also applied to automatic 
files for other purposes. 


@ Write us for prices and a descrip- 
tion of these features. 


Traffic Dept. 


AUTOMATIC FILE & INDEX CO. 


629 W. WASHINGTON BLVD. CHICAGO, ILL. 
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CALMAR LINE 


INTERCOASTAL SERVICE 


WESTBOUND SCHEDULE 


ARRIVES 


Ontlond Seattl 
aklan ttle 
Angeles |Francisco|Richmond Portland Tacoma 























STEAMER 


PENNMAR 
TEXMAR 
CALMAR 
YORKMAR 
OAKMAR 
VERMAR 
FLOMAR 
ALAMAR 









































STEAMER Phila- | Balti- 





*LOSMAR 
tPORTMAR 
*PENNMAR 
+CALMAR 

*YORKMAR 


TOAKMAR Feb. 12/Feb. 19|Feb. 26]Feb. 27/Feb. 27]/Mar. 1]Mar.22}Mar. 26|Mar. 29 


*Astoria Sailed, Jan. 10, Feb. 7. 
tGrays Harbor Sailed, Jan. 24, Feb. 21. 








Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


EASTBOUND LOADING AND DISCHARGING PIERS 






PACIFIC COAST ATLANTIC COAST 
SEATTLE—Atilantio Dook Terminal sil 
peal om p Se NEW YORK—Pler 40—North River 
SAN FRANCISCO—Pler 48B PHILADELPHIA—Pler 98 South Wharves 
OAKLAND—Howard Terminal BALTIMORE—Pler 7 Pert Covingten 





ALAMEDA—Encinal Terminal 
LOS ANGELES—Berth 145 Wilmington 













“Rush” 
Shipments 


When a customer of yours in the Orient 
marks “rush” on his order, proceed as 

follows: Take down your phone, call your 

local agent of the American Mail Line, give 
him instructions as to destination. He will 
do the rest. The American Mail Line op- 
erates over the shortest distance between 
oriental ports and the United States—VIA 
SEATTLE. 


An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules 
regular as clockwork. Service augmented by fleet 
of fast cargo liners to ports of Japan, China and 
om Philippines. Depend on the American Mail 
ine. 

























For information, apply desk No. 6 










RF rrr rrr ere New York 

1714 Dime Bank Bldg............. Detroit 

ee ree Chicago 

Union Trust Bldg. Arcade....... Cleveland 
General Freight Office 

740 Stuart Building ........ccccces Seattle 






AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 






Hitt 
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HARTMAN’S EASTERN FREIGHT RATES 


Class Rates and Percentages between 


New York, Cleveland, Rochester, Philadelphia, Cincinnati, 
Buffalo, Boston, Detroit, Syracuse, Baltimore, Pittsburgh, 
Chicago and other points of origin, and Official and 
Southern Classification Territory. 


Sent on Approval 732 Federal Street $18.00 per year 


SES SSCS CC RES EEEEE Eee eeeeeeEEr. 
Tritt iit 


SeResseessscessseccsscnesaccesesccscssssansesccsscccessscussscecnssssscecsccscucssne% 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR d 
Interstate Commerce and State Cemmissien Cases an 
Commerce 


Departmental Service 
Specialists 


815 Mills Bldg. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
te Rates—Censolidatiens and Valuatiens 


Valuation 
643 TRANSPORTATION BLDG. 


WASHINGTON, D. C. 


BAW Svuby aT STUDY AT 
IA HOME 
Be independent. Earn $3,000 to $10,000 


annually. We guide you step by step— 
furnish all text material, including four- 
teen-volume Law Library. Degree of LL. B. conferred. 
Low cost, easy terms. Get our valuable 64-page “Law 
Training for Leadership” and “Evidence” books free. 
Send for them NOW. 


LASALLE EXTENSION UNIVERSITY 


Dept. 1295-LA Chicago, III. 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer to Keene & Ames 


Fermerly Attorney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 


Southern Building 
WASHINGTON, D. C. 
















Qeseecccccuccessseccesescsaseccessegcgssssscsse 
reese 









Practicing 


before the 
INTERSTATE 
COMMERCE 
COMMISSION 







Oklahema City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 





PAYSOFF TINKOFF 


Attorney-at-Law “2 — Public Accountant 


INTERSTATE COMMI RCE CLAIMS 2 and FEDERAL TAXES 5 H 


1721 Morton Building 208 W. Washingten St. 5 H 
CHICAGO, ILL. 
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western R. R. of Texas and of the El Paso & Northeastern R, p 





oO. 

Finance No. 10242—Application Southern Pacific Co. for authority 

to acquire the properties of the Porterville Northeastern Ry. ang 
assume certain liabilities. 

Finance No. 10246—Application Southern Pacific Co. for authority 
to acquire the properties of the Phoenix & Eastern R. R. 
January 5—Argument at Washington, D. C.: 
24900—E. I. DuPont de Nemours & Co. vs. B. & M. R. R. et al, 
25553 (and sub. 1)—Certain-teed Products Corp. vs. A. T. & SF 


Ry. et al. 
25933—-West Virginia Coal & Coke Corp. vs. B. & O. R. R. et al, 


January 5—Akron, O.—Examiner Haden: 
26237—Twin Coach Corp. vs. Erie R. R. et al. 
January 8—Houston, Tex.—Examiners Mattingly and Rice: 
— from and to points in the southwest and Memphis, 
enn 
25800 and Sub. 1—Houston Cotton Exchange and Board of Trade et 
al. vs. A. & S. Ry. et al. 
January 8—Washington, D. C.—Examiner Flynn: 
26287—-New York Dock Ry. vs. Erie R. a 
January 8—Atlanta, Ga.—Examiner Berry 
25239 International Agricultural Corp. et al. vs. C. & N. W. Ry. 
eta 
26137, -™ sub, 1)—F. F. Attaway, doing business under the trade 
name of Atlanta Tile & Marble Co., vs. Southern Ry. et al. 
January 8—Richmond, Va.—Examiner McAuliffe: 
26161—Bedford Pulp & Paper Co. vs. Bush Terminal R. R. et al. 
January 8—Phoenix, Ariz.—Examiner Howell: 
25850—Mutual Coal, Light & Power Co. et al. vs. A. T. & S. F. Ry. 
January 8—New Orleans, La.—Examiner McChord: 
eh W. Kent, Receiver, Roseland Box Co., Inc., vs. I. C. R. R. 
eta 
memey 8—Lima, O.—Examiner Haden: 
26244—Brown-Manley Plow Co. vs, B. & O. R. R. et al. 
January 8—Shreveport, La.—Examiner Mackey 
— oe Chamber of Commerce a a 
y. et al. 


January 8—Deland, Fla.—Examiner Davis: 

Finance No. 10188—Application F. E. C. Ry. and its reecivers for 

permission to abandon the Orange City branch of said company. 

January 9—Washington, D. C.—Examiner Lawton 

Fourth Section Applications Nos, 601 et al. (further hearing). 
January 9—Washington, D. C.—Examiner Archer: 

26074—R. W. Burch, Inc., et al. vs. Ry. Express Agency, Inc., et al. 
January 9—Washington, D. C.—Examiner Woodrow: 

Valuation No, 1198—Property of Chicago Union Station Co. 
somueey 9—Atlanta, Ga.—Examiner Berry: 

23504—-International Agricultural Corp. et al. vs. C. & I. M. Ry et al. 
January 10—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 14980, filed by Agent Curlett, Live 


Stock in T. L. Territory, and fourth Section Application No. 15141, 
Live Stock from Va., Tenn., and W. Va., filed by J. E. Tilford. 


au ©. CC. 2 6: F 


ATLANTIC STATES BOARD 


The Atlantic States Shippers’ Advisory Board will hold its 
tenth annual meeting at the Commodore Hotel, New York, Jan- 
uary 4. Carloadings in the territory will be estimated for the 
first quarter of 1934 and railroad representatives will report on 
condition of equipment. Speakers will include W. C. Kendall, 
chairman, car service division, American Railway Association, 
and W. S. Franklin, traffic vice president, Pennsylvania. The 
latter will speak on “Store-Door Delivery,” and Mr. Kendall 
will have as his subject: “Benefits Resulting From the Activ- 
ities of Regional Advisory Boards—The Development and Adop- 
tion of Constructive Suggestions.” There will be a number of 
reports by special committees, such as the freight container and 
less-carload service and the loss and damage prevention com- 
mittees. A number of committees will meet the day before 


the board meeting and on the latter day there will be a special 
luncheon, sponsored by the Traffic Club of New York, to which 
ladies are invited. 






General Merchandise— Cold Storage 
Warehouse 
WAREHOUSING — DISTRIBUTION — FINANCING 








Cargo-Handling Freezers 
Rail-Lake and Barge Coolers 
Terminal Auto Dealers 
— a. tents 
apaci rvice 
2000 Feet Private =~ —a Office and Factory 
Dock CORPORATION OF AMERICA ce 


Storage-in-Transit 


TERMINALS & TRANSPORTATION CORPORATION 
HARBOR TURNPIKE BUFFALO, N. Y. 
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, EN who buy transportation for themselves or for other | ty 

: men in their organization can save by using the TRAVE L 4 aad | 
Missouri Pacific Lines to or from the West and Southwest. ’ am 

There is a saving of almost 50% on the rail fare, 3344% on VIA THE 

Pullman fare and three Silver Platter meals may be eaten 


in a Missouri Pacific diner for as low as $2.60 a day. hy Ke) U AY 
a 


The New Bases of Fares Now in Effect are as Follows: 


ONE WAY TICKETS CATEWAY 


2¢ a mile in coaches and chair cars—442/s% reduction 
3¢ a mile in all classes of equipment— 16%4% reduction 


ROUND TRIP TICKETS 
2¢ a mile each way, short limit, in all classes of equip- 
ment— 442/s % reduction. . 
2'2¢ a mile each way, long limit in all classes of equip- 
ment—3012% reduction. 
















“<4, PACIFIC 
PULLMAN SURCHARGE ABOLISHED aa He LINES 


On All Sleeping and Parlor Cars—33¥%3% Reduction 
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Delivered 


EV 4 Effective immediately, the Chesapeake and Ohio and Pere Marquette Lines 
have inaugurated a new system for handling L. C. L. shipments! Now, this 
type of merchandise freight can be sent all the way from shipper to consignee 
via Chesapeake and Ohio or Pere Marquette—called for by truck, hauled by 
rail and delivered by truck. This new door-to-door service is available in prin- 
cipal cities as well as many other important points. Greater convenience, faster 
transportation schedules, and more dependable deliveries are but a few of the 
advantages it offers L. C. L. shippers. Investigate today. Call your nearest 


Chesapeake and Ohio or Pere Marquette freight agent for complete details. 


HESAPEAKE «14 OHIO 
PERE MARQUETTE 
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Oblivious to the depression of 1857, hardy pioneers 
pressed a great North and South railroad toward 
completion. 


Illinois Central Transportation Facilities were taxed 
to the limit to move troops and supplies. Many 
leaders were contributed to both sides of the armed 
forces; notably, General George B. McClellan to 


the Federal Army, and General P. G. T. Beauregard 
to the Confederate Army. i 


During these and years immediately following, 
IIlincis Central also contributed more than all other 
factors in settlement of inland country, improvement 
in agricultural methods, advancement of commercial 
life and development of natural resources in the state 
of Illinois. 


Illinois Central was one of the first contributors to the 
fund to establish the University of Illinois at 


Champaign. 
In 1861 th i tr. rtati 
system of the State. of Illinois—Today It assumed the then extensive burden of protecting 
Illinois Central System holds a similar Chicago from encroachments of Lake Michigan. 
important place in the entire Missis- 
sippi Valley. 


With undaunted spirit, obstacles were surmounted in 
completion of the great railway system that now 
links North and South, and which has so bountifully 
contributed to the social and economic progress of 
the Mississippi Valley. 
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WISCONSIN 


WISCONSIN RAPIDS See 


WISCONSIN RAPIDS has a com- 
bined suburban and urban population 
of well over 12,000, a city of homes 
and home owners. SCHOOLS—Five 
public graded schools, four parochial 
schools, one junior high, one high and 
a county teachers training and agri- 
cultural school. 115 teachers are em- 
ployed. PARK SYSTEM—excellent, 
acres of picnic grounds, miles of bridle 
paths, several tennis courts, swimming 
pools and an 18 hole golf course. 
CHURCHES—nearly all denomina- 
tions represented, membership about 
5,700. THEATERS—two legitimate 
and movie houses in addition to sev- 
eral auditoriums, including a field 
house seating 5,000, second largest in 
the state. TRANSPORTATION— 
four rail lines furnish splendid shipping 
and passenger facilities. A strictly 
modern airport two miles south of the 
city. INDUSTRY—Wisconsin Rapids 
is the home of ten manufacturing in- 
dustries with an average annual output 
of $14,800,000. Within a few min- 
utes of the city are Nekoosa, Port 
Edwards and Biron, three of the largest 
pulp and paper towns of the country. 
The chief industries of the city proper 
are paper making, paper products, re- 
frigerating and ventilating machinery, 
clothing, overalls, canned goods, 
camp equipment, camp furniture, 
paints and oils, butter, cheese, bever- 
ages, sand, gravel, bricks, monuments, 


foundries and machine shops. NEWS- 
PAPER—The Wisconsin Rapids Daily 
Tribune. 


The Movie Camera Tells Part of the Story 








Main Office 
Consolidated W. P. & Paper Co. 


Nekoosa Mill of the Nekoosa Edwards 
Paper Co. 








Port Edwards Mill of the 
Nekoosa Edwards Paper Co. 


Wis. Rapids Plant 
Consolidated W. P. & Paper Co. 
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Biron Plant 
Consolidated W. P. & Paper Co. 
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Episcopal Church U. S. Post Office 


WISCONSIN RAPIDS - EFFICIENTLY SERVED FOR GENERATIONS BY THE SOO LINE 
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POOLE BROS. INC., CHICAGO. > 


SOO SERVICE WILE BE SATISFACTORY TO YOU 











